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The Railroad Usury Law. 





Among those who bave any oecasion to be informed on 
the subject,.it is, we believe, perfectly well understood that 
Mr. F. 8. Tourber is the life and soul of the sc-called Anti- 
Monopoly League. Without the impulse of his money, 

_ energy and intense feeling both it and the Committee on 
Transportation of the New York Chamber of Commerce 
would, as agitators of the railroad question, long since have 
ceased from their labors. It was Mr. Thurber, again, who 
communicated iis whoie force and persistence to the famous 
Hepburn legislative inquiry of this state in 1879. Mr. 
Thurver, therefore, from one point of view, has proved him- 
self auseful and public-spirited man. His motives in no 
way concern us. Whether he is actuated by a pure desire 
to correct what he regards as a great pub!ic abuse, or, as 
has been very freely asserted, from a vindictive purpose to 
come out bess in a bitter quarrel with the New York Central 
Ra lroad, is quite immaterial to us. The relations of 
tne railroads to the pubtic in this country are a subject 
which requires, and wi.l continue to require, constant 
agitation, and a great deal of it. Inso faras he legitimately 
contributes to that agitation, therefore, Mr. Thurber, 
woether calling himself a League or a Committee, is per- 
forming a useful public service. Most unfurtunately, 
however, his utility stops here ; and not only does his utility 
stop, but a very considerable capacity as a maker of misch‘ef 
begins to assert itself. Mr. Thurber is as illogical and reck- 
less in statement as he is active, persistent, and bitter. Con- 
sequently, when he gets Judge Black, or the very bighly 
respectable gentlemen whoare his colleagues on the Chamber 
of Commerce Committee, to endorse to the public his wild 
statem) its and uasouad theories, hac omes very near to mak- 
ing Grangerism respectable. His agitation thusresults only 
in again exciting th. t unreasonable spirit as respects rail- 
roads which cries aloud for immediate repressive legislation, 
and always takes the shape of a new usurylaw. Utterly 
illozical and uureflecting, no good thing can come out of it. 

Now, toe difficulty with the railroad question, as of all 
other public questions, is that its successful treatment in- 
volves two ci-tinct things. The public mind must, in the 
first place, be roused up to dealing with it at all; and, in the 
second plice, it must be educated into dealivg with it intelli- 
gently. \se by no means propose to follow Mr. Thurber 
through the long aud inconsequential series of paragraphs 
which composed bis letter in the Nation of last week. We 
have not space: nor would it be worth while to doso if we 
had. The original charge, that which it is persistently 
sought to impress deep into the public mind, was a wholly 
faise one. ‘To that charge, and its falsevess, we wish to hold 
Mr. Tteurber and his coadjutors—Secretary Windom. Judge 
Black, and the members of the New York Chamber of Com- 


merce, They have spread it far and wide. It is doing 
much harm, ‘lbey are trying to make it the basis for legis- 
lation. ‘That charge was, and is, that the railroad system of 


this country, as a whole, is one vast machine of monopoly, 
extortion and fraud; that through it, for the work done, 
enormous and unreasonable profits are made and divided 


among a favored few—%75,000,000 of excessive 
and undue profit going in a few years to 
one man and his friends alone; that four men 


in secret conclave put rates up or down, taxing the products 
of the country ia a way Congress would not dare to do— 
$45,000,000 a year ona single item of business alone—the 
whole fiually culminating in Judge Black’s astounding com- 
putation of 990,000,000 excessive profit annually on freight 
traffic, to say nothing at all cf passenger traffic. The charge 
thus made was against the whole system. It was one of 
monopoly, gross plunder and excessive profit; a profit vastly 
out otf proportion to the vaiue of any service rendered. To 
these sweeping charges, thus confidently advanced, we re 
plied by ctling the statistics. They showed conclusively that 
there was no foundation tothem — The railroad business, it 
app2ared, was, as a whol», not unduly profitable. The total 
amount paid by the country for the service rendered to it 
was not excessive. The return made on the capital actually 
invested in railroad construction was no more, at most, than 
what was reasonable, and what the service rendered was 
fairly worth. 

Immediately, as we anticipated, the League, through Mr. 
Thurber, shifts its grounds, The onslaught on the system. 
as a whole, is dropped; cur answer to it is ignored. It isthe 
individual member of the system which is at fault now. 
This road, that road, and the other road are pointed out in 
quick succession as examples of extortion, of monopoly, and 
or bounaless profit. That some railroad enterprises in this 
country pave been extremely profitable we do not deny, and 
think altogether probable. Side by side with the New York 
Central, however, is the Oswego Midland; side by side with 
the New York. New Haven & Hartford is the New York & 
New #ngland. Mr. Thurber’s difficulty hes in this—he only 
sees the profitable enterprise, and shuts his eyes tight to the 
bankrupt one. The country, we submit, enjoys the advan- 
tages of both. 

It is with the remedy proposed, however, that we now 
have to deal, the remedy always advanced by the Aunti- 
Monopoly agitators. They fall back on the old law limiting 
profits on railroads to some fixed per centage on the capital 
of each individual enterprise. They state that this was the 
contract under which eminent domain was exercised and 
the rights of way taken, aud tbat this contract has been 
wantonly and systematically evaded by the corporations 
through the fictitious creation of capital—‘‘stock-watering,” 
as it is called. The remedy for the evil is, therefore, a return 
to the original principle of the contract. The creation of 
fictitious c.pital should be made a criminal offense. The 
roads should be operated in the joint interest of the owners 
and the public, so that, when a profit in excess of the 
prescribed maximum return shall accrue, the public shall re- 
ceive tae benefit of it in the form of either a reduction of 
rates or an increase of facilities. We believe we have stated 
the position of the Anti-Monopoly League with scrupulous 
fairness. This half-commercial enterprise and half-public 
trust would be their ideal railroad management. To tiis our 
attention is invited, and to our answer we invite the atten- 
tion of tne League. 

We have just two objections to mak» to the proposition; it 
is wrong in fact, and itis wrongin principle. In the_first 
plice, as to the basis of action—the alleged excess. While 
we decline to mak» the computation ourselves, we have yet 
to ascertain what the stock of tha New York Central Rail- 
road, evea, would now stand at, if computad on a basis of 
ten por cent. annual divideads from tae data of ths origiual 
charters in 1825; thedividends actually paid being deducted. 
We have comm 2ndad tais problem to Mr. Thurbar. If he 
poers to rest bis case on anything more than assertions, 

e had better address himself toit. This we do kuow, that, 
wherever in similar cases the computation has been made, it 





J has been found that the arrears of unpaid dividends very 


much exceed the issues of capital stock on which nothing 
was paid; a balance is still due from the publ’c to the stock- 
holder. Now, it is absolutely immaterial to the community 
whether a railroad company of ten millions capital. author- 
ized by law to divide out of its earnings not to exceed ten 
eg cent. annually to its stockholders, pays five millions out 

n dividends in the course of five years, and then 
to increase its plant, issues five mllions of stock at 
par, or whether it passes its dividends for five years and 
gives its stockholders a fifty per cent. stock-dividend 
to represent the dividends thus passed. It amounts to ex- 
actly the same thing in the end. In one case the stockholder 
pays for bis new stock in cash; in the other case he pays for 
it in dividends, which are the same ascash. Before, there- 
fore, calling stock ‘* water,” and making charges of viola- 
tion of contract, and demanding the passage of criminal 
laws, it would be well for Mr. Thurber to establish a basis of 
fact. What does the stock in question in each case represent? 
Does it represent undivided profits in past years, legally and 
fairly applicable to payment of dividends but diverted into 
the business? Does it represent the rise in value of private 
purchases of real estate for terminal facilities; wholly out- 
side of any right of way? Does it represent a large increase 
of rolling stock for which no charge has ever beeu made? A 
great railread corporation is something besides the owner of 
a mere right of way. It is acommon carrier, and a private 
rea]-estate owner; often a lessor of steamships, and neces- 
sarily a financier. Is the stockholder entitled to no profit 
from these sources? Does, in fact, the ten per cent. profit 
limitation apply to every business in which the company 
may engage? 

However, supposing this to be the case—admitting the 
fact, and coming back to first principles, we have no hesita- 
tion in saying that the law itself is, like all usury Jaws, an 
absurdity, that its enforcement is impossible, and that if it 
were enforced it would produce results most d sastrous to the 
public. The professed railroad agitator’s ideal railroad man- 
agement never has existed outside of his own imagination. 
It it ever does exist it will work badly. On what is it based? 
lt is based on the sentimental theory that business men—men 
of action—will work just as well for the pablic as they will 
for themselves. If it could be put in practice, which for- 
tunately it cannot, it would result in par.ially paralyzing 
every successful railroad. They would earn so much, and 
when that amount was earned they would earn no more. 
Conservatism would begin. Development would stop. Rail 
road men in this respect are like all other men; it is a princi- 
ple of human nature that here comes into piay. Men wiil 
not plan and venture and toil if they are to derive no benefit 
from so doing. Itis useless, when it comes to doing the 
work of a common carrier, to talk of prtriotism; there must 
be an inducement of profit, at least, combined with it. If, 
therefore, a usury law stands in ths way, it not only will be 
evaded, but we do not hesitate to say that the public good 
requ'res that it should be evaded. In business matters we 
cannot afford to dispense with the induc ment which exists 
in the love of gain. Entirely disbeli:ving in usury laws, we 
see no reason why the railroad usury law should be made any 
exception to our disbelief 

While, therefore, the facts of the Anti-Monopoly League 
are open to extreme doubt, the remedy they propose for the 
evil of which they complain is worse than no remedy at all. 
Seeing one law limiting the profit on money openly violated 
whenever eccasion requires—knowing perfectly well that if 
it was not violated by common consent the whole machinery 
of business would be disorganized—seeing this and knowing 
this. they yet have full confidence: is another law limiting 
profits as applied to another busines3. They fondly think 
that if the incentive to gain beyond a certain moderate 
limit could be cut off from the railroad manager, he would 
quietly accept the situation and continue to work just as 
hard for the public es he would have worked for himself. 
This we fancy will be the case about the same time that Wall 
street contents itself in days of panic with the legal rate of 
interest. Certainly no sooner.—The Nation, April 14. 


North Carolina Railroad Changes. 





The New York 7imes publishes the following letter froma 
Raleigh correspondent, which, in spite of some errors and 
a manifest political bias, contains interesting inform- 
ation: 


When Thomas J. Jarvis was inaugurated Governor of this 
state there was a flourish of Democratic trumpets, and 
the announcement was made far and wide that the ‘Nort! 
Carolina System” was to be put into immediate execution 
with the railroads controlled by the state. North Carolina 
was to have, we were told, a through line from Asheville, on 
the summit of the Blu2 Ridge, to Morehead, on our Atlantic 
coast. The road from Morehead to Coldsboro was at once 
put under a new management, with Col. A. B. Andrews 
as Superintendent. Col. Andrews was also Superintendent 
of the North Carolma road from Gojd-boro to Charlotte, 
which is leased to the Richmond & Danvil'e Company. The 
Western Norta Carolina road was next sold to W. J. Best, 
W. R. Grace, (now Mayor of New York,) J. Nelson Tap- 
pan and James D. Fish, of New York. For some reason 
still unexplained, Messrs. Grace, Tappan and Fisb, after 
visiting this state and expressing their willingoess to ratify 
the sale negotiated by Mr. Best, refused to organize under 
the charter granted to him, and he was ob‘iged to raise the 
money called for by his contract with the state from another 
source. In this emergency he borrowed $50,000 for 90 
days from A. S. Buford, W. P. Clyde and T. M. Logan, 
who represent the Richmond & Danville Company. When 
the 90 days expired Mr, Best was unable to meet his engage- 
ments, and compelled to assign all his right, title and inter- 
est in the Western North Carolina road, except 7,500 shares 
of tne stock, to Buford, Clyde and Logan to pay his in- 
debtedness to them. and also to secure the completion of 
the road to Paint Rock, on the Tenne:sec line, and Duck- 
town, near the Georgia line, in accordance with the terms 
of his contract with the state. It now appears that Mr. 
Best has never spent a dollar of his own money on the road, 
but that Buford, Clyde and Logan had advanced, up to 
Jan. 1 last, $160,000 in aid of the road. Mr. Best made the 
assignment to his creditors July 31, 1880, but he re- 
mained nominally President of the Western North Carc- 
lina Railroad. The ‘North Carolina System” is 
a potent war-cry in the political battles of this state, and it 
was necessary to keep the assignment made by Mr. Besta 
secret until after the election for Governor last November. 
Had it been known in July last that he had failed to raise 
the money necessary to carry out his contract with ihe state, 
and that a foreign corporation had secured control of the 
Western North Carotina R::lroad, Thomas J. Jarvis would 
never have beait re-clected tothe governorship. The first 
hint of the truth given to the le was the change mide 
in the gauge ot the Western Nort Carolina road, ju-t one 
week aiter Jarvis had been fraudulently counted in as Gover- 
nor, and full knowledge of the entire transaction was not 
mad3 public until the meeting of the Legislature in January 
last, when the facts were unearthed by a committee of 
investigation. Messrs. Buford and Best testified that Gov. 
Jarvis knew nothing of the transactions between them until 


they were brought to lizht by the committee. It is possibly 
a small matter to the people whether the road is run by Mr. 
Best or the Richmond & Danvil'e Company, but it is very 
strange that the death-' low should have been dealt to the 
“North Carolina System” in July, 1880. and Gov. Jarvis 
should remain iv ignorunce of the fact until February, 18381. 
When the Legisiature meta bill was introduced in the 
Senate and passed subsiituting the Piedmont Railroad Com- 
pany for Messrs. Buford. Clyde and Logan in the contract 
or the sale of the road, It was argued that these gentlemen 
are personally responsible as the assignees of Mr. “est, and 
that the Piedmont corporation is tcutally insolvent. This 
bill failed in the House of Representatives, because it was 
assumed that Messrs. Buford, Clyde and Logan are really 
trustees for the benefit of the Richmond & nville Com- 
pany—thst these gentlemen and this company are solvent, 
and that the state will be better served by maintaining the 
present status Thereupon, Mr. Bert sued out an injunc- 
tion to prevent his removal as President of the road. This 
injunction was promptly dissolved by Judge Seymour last 
week at Wilkesboro, and on the 12th inst., at Salisbury, 
there-was an adjourned meeting of the-stockholders of the 
Western North Carvlina road. ‘The terms of office of W. J. 
Best and the other officers appcinted on the 28th of May, 1880, 
were declared terminated, and all authority invested in them 
was revoked, A new Board of Directors, co: sisting of A. 5. Bu- 
ford, T. M. Logan, J. H. Deoley, A. B. Andrews, W. E. An- 
dersov, R. B. Vance, A. C. Avery, Frank Coke, and 8. H. 
Wiley. were elected. A. B. Andrews was then elected 
President. There are 40,000 shares of ctock, of whicn the 
Richmond & Danville Company owns two-thirds, so that 
this road is now the property of the Richmond & Danville 
Company, which bas plenty of money, and the road will be 
pushed forwaid to completion at the earliest moment possi- 
ble. The Richmond & Danville Company has a lease on the 
North Carolina road, running from Chariotte to Goldsboro, 
which has 20 years yet to:uu. They alsocontrol the branch 
road from Greensvoro to Wiuston. ‘they have recently made 
arrangements to control the Air Liue road from Caarlotte to 
Atlanta, from Spartanburg, 5S. C., to Asheville, N. U., and 
now the Western Nor.h Carvlina road, whicb, when com- 
ileted, will mak: connection at Paint Rock with the E vst 
‘ennes:ee, Virginia & Georgia road, running from Bris- 
tol to Norfolk, and with the line of reilways leading out 
from Chicago, Ciuc nuati, aud the great Wes:, and seeking 
tide-water at Norfolk and other Aclintie sea-ports. It is 
understood that the roads from Astev.lie to Ducktown -vill 
also be completed by th> prescrine. tim>—Jan. 1, L885— 
witha view of making connectio. with o-her roads at Chat- 
tanooga and t1us procuring other feeders to the main line of 
the Richmond & Danville Company. The tbrough line is 
now run from New York to New Orleans over tue North 
Carolina from Greensboro to Coarlotte, and svuti) over the 
Air Line. The road from Paint Rock to Salisbury will of 
necessity b2 a feeder to the Richmond & Danville through 
line. A.l freight will diverge ut Greensboro end be tor- 
warded north by Danville. Water facilities fiom More- 
head are meagre, and will never be much better until 
an earthquake or some other convulsion shek.s up and 
destroys the rocks (?) that now make the Hatteras coust the 
most dangerous on the Atlantic shore. Consequently all 
freights consigned to the Richmond & Danville rvad witl not 
be brought further east thau Greensboro, unless specially 
ordered. There is no connection Letween Salisbury aud Wii- 
mington other than by Cuarloite over the Richmond & Dan- 
ville line, and then do:vn the Carolina Central to Wilming- 
ton. Of course, neither passengers nor freight would go or 
be forwarded over this route, either north or scuth. The 
control of the Air Line road trom Charlotte to Adanta by 
the Richmond & Danvi le Company effectually cuts off Wil- 
mington, and also shuts off Norfolk by way oc: Hamlet from 
Charlotte over the Carolina Central road, to Rakizh and 
then on to Norfolk over the Raleigh & Gaston and Sea- 
board roads. In view of the control of these various roads by 
the Richmond & Danville Company, the question is now 
asked by iaterested people, ‘* What has become of the North 
Carolina System ?’ The people east of the Wilmington & 
Weldon Road declare that thsy hive been shamefuily be- 
traved by Gov. Jarvis, and that North Carolina isnow prac- 
tically a strip of Jand between two states, used for the pur- 
»ose of impoverishing herself and enriching Virginia. 
Vibether this was intended a year aga when the We.,tern 
North Caro‘ina road was sold, it is hard to say, but many of 
our citizens accuse both Jarvis and Best of baving pluyed 
directly into the hands of the Ricamond & Danville Com- 
pany. This isdoubticss true of Gov. Jarvis, but nothing 
except the assignmenthas yet trenspired to inaicute that Mr. 
Best did not act in good faith toward the state. * * * 
Mr. Bes’ had brought suit in the Supe:ior Court of Rowan 
County to bave Messrs. Buford, Clyue' and Logan declared 
t u.tees for Lis benefit, and asking that, uvon paying their 
money back, the road ve reconveyed to him. or that the a:- 
siznment shall be canceled and rendered nul and veid. It 
will probably be some time before this suit is finally deter- 
mived. The Western North Carolina road is now completed 
to Asheville, and the bridge over the French Broad River 
below Asheville isin course of construction. Tie road-bed 
is nearly completed to Marshall, in Maison County, 
and the road will probably ba completed to Paint 
Reck by November next. When opened, the 44 
miles frcm Asheville to Paint Rock will be the most 
valuable piece of railroad property iu the South, It is the 
key to the entire situation, and asthe state had expended 
$10,000.C00 upon it, if she had gone on and completea the 
road, as she could have done, it would have paid dividends 
sufficient to have relieved the people of all taxes for state 
purposes. For this irreparable lors—for the fatal blow struck 
at the commercial prosperity of Wilmington, Newbern, Piy- 
mouth, and all that portion of the state east of the Wilming- 
ton & Weldcn road, through the loss of the Western North 
Carolina road ,and its contiol by a foreign corporation, whose 
interests are antagonistic to the people of this state—Gov. 
Jarvis and the Democratic party must be held resp: ns.ble 
from first to last. 





Gontributions. 


Rail Sections. 


To THE Epitor OF THE RAILROAD GAZETTE: 

The paper read by A. L. Holley, Esq., before the Society 
of Mining Engineers at its last meeting in Philadelphia, re- 
commending the adoption of a uniformity of rail sections, 
sets forth with vigor and thoug tful intelligence meny 
good reason why railroad companies and rail-makers should 
agree upon a system which shou'd reduce the 1iliculovs 
number of 119 sections now in use to, say 8 or 10, which aie 
all-sufficient. 

That a large saving would be effccted does not admitof a 
doubt, and that the larger part of it would ultimately inure 
to the railroads is equally certain, There is cnother 





reason which Mr. Holley has not pressed, quite as important 
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as any he has advanced, but which concerns the railroads 
only. I refer to the necessity of the shape of the rail-head 
conforming to the shape of the tread and flange of the wheels 
that roll upon it. There are in use in the United States 
about 500,000 cars and nearly 18,000 locomotives, 
or say 4,100,000 wheels. The variation in the 
shape of these wheels at the junction of the flange and | 
tread is so slight as to be scarcely perceptible to the eye, | 
and any departure from this shape in the contour of the head 
of the rail involves unnecessary waste in both rail and 
wheel.; it is obvious, therefore, that rail and wheel should 
conform to each other in shape when first brought in con- 
tact, instead of awaiting the wear o "months, and the more 
than waste of metal to produce the shape of the head which 
the rail will ultimately be reduced to. 

It was the wearing straight and thin of the flanges of our 





made for reasons referred to by Mr. Holley. ‘There is an- 
other cause of the multiplication of patterns more 
potent and more difficult to remedy than any in- 
trinsic cause. It is the egotism of certain engin- 
eers and officers of railways. Ido not refer to those 
honestly differing opinions, etc.” Certain it is that the Lehigh 
Valley Railroad Company made a contract with the Erie 
Railway to provide rails and joints for the third rail 
between Waverly and Elmira, and that they did furnish, 
from the Bethlehem Iron Company’s works, rails of the 
section which Mr. Holley termsthe ‘‘ Chanute head,” and 
Fritz & Sayre fish-plates for the joints. : 

The first steel rail rolled by the Bethlehem Iron Company 
was Oct. 18,1873. It was of the pattern above referred to, 
and Mr. Holley was present and saw it, though its peculiarity 
seems to have escaped his attention. 


| heavy traffic. Have the designers of rail sections kept in 
| View the greater service required, due to increased weight 
|of cars and locomotives. Until within a few years the 
\limit of load for ordinary freight cars was 24,000 Ibs.; 
now the principal. roads are building cars of 
| 40,000 Ibs. capacity ; then the weight on each wheel 
was 5,400 lbs. ; now it is 7,700. The Lehigh Valley Rail- 
road Company has locomotives in daily use, running at high 
speeds, with nearly 62,000 Ibs. on four driving-wheels; and I 
presume the Pennsylvania Railroad has still heavier ma- 
chines. The Lehigh Valley Company has in use on the light 
track of main line , and in their branches a 4 x 4-in. rail 
weighing 58 Ibs. per yard, and in their heavy track on main 
line, one 414 x 41¢ [fig. 4] weighing 66 lbs. per yard. Of the 
229 miles of 58 lbs. rails, 0.00096 per cent. were broken during 
the year ending Nov. 30, 1880. Of the 182 miles of 66 lbs. 
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58 lbs. per yard. 
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RAIL SECTIONS DESIGNED BY MR. 


wheels, and the shape assumed by wear of the inside edge of 
the outer rail in curves, as well as a desire to obtain a good 
bearing surface under the head of the rail for the fish-bar, 
that led me as early as 1867 to submit drawings of rail sec- 
tions to Mr. John Fritz, Superintendent of Bethlehem Iron 
Co., with head with inclined edges or sides. The first draw- 
ings were for a 56-lb. rail 4 in. high, 4 in. breadth of base 
with head 2 in. wide on top, and 214 in. wide at one inch be- 
low the top. Mr. Fritz pronounced this right in principle, 
but said it was so’ great a departure from the recognized 
form of rail that be feared no one would adopt it. 

I finally modified the section and, reduced the spread of 
head from 14 to 4 of an inch [as shown by fig. 1]. 

Iron rails were ordered of this section and rolled by the 
Bethlehem Iron Co. in 1868, and early in January, 1871, a 
contract was made with Naylor & Co. for delivery during 
the ensuing summer of that year of 1,000 tons John Atlas 
steel rails, for which I furnished the template. This section 
{represented by fig. 3] may be found in Naylcr’s book of rail 
sections, marked No. 91. We also ordered and laid during 
the years 1871 and 1872 steel rails of this section, Cammell’s 
toughened steel, Terre Noise and Creusot, nearly all of which 
are still in our track. 

Some five or six years elapsed before this section attracted 
the attention of the engineers and managers of railroads: 
then, one after another adopted such modification of the 
form as their judgment dictated, or changes may have been 





Fig. 2. 


Fish Plates, 4 size. 


ROBERT H. SAYRE, 


The Railroad Gazette of Dec. 18, 1875, under the head of 
‘* Improvements in Sections of Rail-Heads,” gives a correct 


history of this rail so far as steel rail sections are concerned. | 


Mr. Holley sums up his paper as follows: 


““The obvious way to reduce the existing many to the few 
necessary patterns is to adopt for each of the necessary 
weights that existing pattern which most nearly conforms 
to the principles which have been established, and with ref- 
erence also to its present use. 

‘““The patterns shown inthe engraving are proposed as 
possibly the best that can be selected. 2 


It may be questioned if the sections selected by Mr. Holley 


are the best in use, whether all should not be thrown aside | 


and a set adopted which will ‘‘embody the settled principles 
of steel rail proportions.” The Railroad Gazette has 
pointed out serious objections to the selections of Mr. 
Holley, and there are still other defects. 
tion there is but 6-16 of an inch straight bearing for the fish- 
bar: in the 65 and 67-Ib. sections there is 8-16; in the 60-lb. 
section there is 5-16, all inadequate. If there is to be a 
change, let it be for the better; do not expect a railroad that 
has a good form of rail to accept a poor one for the sake of 
uniformity. 

I trust the subject may be kept before the railroad public 
until something practical is attained, for there is a saving of 
money in it to all concerned. 

Another matter of grave importance in the same connec- 
tion is to settle upon the dimensions of rails for roads of 


In the 72-lb. sec- | 
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SUPERINTENDENT AND ENGINEER LEHIGH VALLEY RAILROAD. 


| rails, the per cent. of breakage was 0.00017, a little over 
| one-sixth, 
The immense capital invested in railroads in this country, 
| the rapid increase of mileage, and the increasing millions of 
| tons to be transported require that every question that en- 
| ters into the economy and safety of handling, whether it be 
| the quality of rails, their form or weight, the strength and 
| efficiency of joints, character of cross ties, best forms of 
| switches and frogs, improvement in rolling stock, etc., etc., 
| should receive the earnest attention of railroad engineers 
| and managers. RoBertT H. SAYRE. 
| Eaplanation of Engravings.—Fig. 1 is section of iron rail 
| designed by me and rolled for the Lehigh Valley Railroad 
Company by the Bethlehem Iron Company, certainly as 
| early as 1868, as I have a piece of rail with that date on it. 
Fig. 3 isa section of steel rail which the Lehigh Valley 
| Railroad Company adopted and which was sent to both 
| France and England, and steel rails ordered and received of 
that section in 1871. 
| Fig. 4 is a section of 66 lb rails with Fritz & Sayre joint. 
| This design was made in 1872 or 1873 for the Amboy Ex- 
| tension of the Lehigh Valley Railroad. It was rolled in 
| iron in 1874 by the Allentown Iron Company and iv steel 
| by the Bethlehem Company. 
| From the date of adoption above given to the present 
| time, these several sections have been the Lehigh Valley 
Railroad standards. They might be improved somewhat, 
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though I think they embody most completely 
the settled principles of steel rail proportion 
of any section I have seen. 





Railroads in the Southeast. 


The railroad system of the South is crys- 
talizing rapidly. The Richmond & Danville 
combination has come to stay, and its system 
of roads already taps Atlanta and Augusta, 
and will doubtless be extended to New 
Orleans or some other Gulf or river town. 
It may not cover all portions of the south- 
eastern corner of the country, but it will at 
least skirt the Southeast, and be in good posi- 
tion to secure a part of its business. 

The Louisville & Nashville combination 
has also been pushed to the Southeast, with 
no intention of withdrawal. Its great sys- 
tem will soon cover nearly all the southeast- 
ern cis-Mississippi country; and if’ it has 
secured any special privileges—a doubtful 
matter—in the new triple alliance of Savan- 
nah and Charleston, it stands unrivalled in 
the Soutb. It is at last certain that the 
Louisville people will be very well treated 
by the new alliance, for each can help the 
other, especially in meeting the in s of 
the Clyde or Richmond combination. 

The new alliance—for the action taken at 
the meeting of the Central’s directors in 
Savannah st Friday, removes the last 
doubt of its establishment—is no small power 
itself. The South Carolina, Georgia and Cen- 
tral roads, will, by its terms, be made one 
road, with one head—Mr. Wadley, the rail- 
road king of the Southeast. 
in Alabama, Georgia and ‘South Carolina, 
1,812 miles of iron track. His associates are 
Moses Taylor, John H. Fisher and Samuel 
Sloan. These four men will dominate the 
Southeast; but as the value of their property 
depends to a very great extent upon popular 
favor: and as all three of the states in which 
their lines are operated are, or soon will be, 
supplied with competent railroad commis- 
sions, there are no reasonable grounds for 
apprehension on the part of the people. 

The people should, in short, welcome the 
formation of the three great combinations— 
the Clyde, the Louisville and the Wadley- 
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Fisher—because each is strong enough to de- 
fend itself, and each operates to bring endur- 
ing competition into the Southeast. This 
competition will be increased when the Cin- 
cinnati people are in a tion to secure 
southern connections; and there is a possi- 
bility that the Baltimore & Ohio and the Cole- 
Wilson combination will each turn toward 
the Southeast in earnest. The two last- 
named are, however, only possibilities. The 
chances now are that the railroad system cf 
the Southeast will become tolerably well de- 
fined when it is known what Cincinnati pro- 
poses todo. The acquisition of the Charlotte 
Air-Line by the Richmond people, and the 
formation of an alliance to protect the chief 
roads and ports of the Southeast, have won- 
derfully simplified the situation, and the 
calm of peaceful and healthy rivalry begins 
to appear beyond the strife and jealousies and 
fearsof the moment. Georgia has no reason, 
we are confident, to regret the events of the 
past week.—Atlanta Constitution. 








The Effect of Existing Water Routes 
on Railroad Charges. 


The fourth of Mr. Albert Fink’s most valu 
able series of letters to the New York World, 
published April 16, is as follows: 


The great want of information regarding 
the facts connected with the operation of the 
vast railroad system of this country, so glar- 
ingly exhibited at the first meeting of the 
Anti-Monopoly League in February last, will, 
I trust, be sufficient excuse for continuing 
the discussion of this subject with a view of 
correcting many popular misconceptions, and 
to furnish those who are inclined to thor- 
ougbly and honestly investigate this very 
important problem with information neces- 
sary to form correct conclusions. 

One of the greatest fallacies that has been 
constantly presented before the public, and 
which the Anti-Monopoly League use as the 
basis of their agitation and operations, is 
the assertion that the railroad managers 
have it in their power absolutely to control 
transportation tariffs, and that the public is 
completely at their mercy. 

Tais fallacy is more thoroughly impressed 
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upon the minds of the people since'the publication of the 
report of the Senate Committee on Transportation Routes to 
the Seaboard, in which report it is a-serted that four _rail- 
road presidents can and do impose a tax. of untold millions 
upon the people of the United States at their arbitrary will 
and with one stroke of the pen—a pywer of taxation greater, 
it is claimed, than that exercised by the Congress of the 
United States or the Parliament of England. 

Since the days of Muachausen there never was a greater 
exaggeration of facts. The railroad tariffs of the country 
are influenced by competitive forces over which the railroad 
managers have no control excapt to a very limited extent, 
and this only upon a small portion of purely loc! traffic. 
And even the tariffs on this class of traffi: are indirectly in- 
fluenced by com, etition. 

I was amy to see that one of the leading commercial jour- 
nals of the country—the New York Journal! of Commerce, 
has at last recognized the fact that the railroad tariffs are 
not solely under the control of the railroad managers, but, to 
the contrary, are regulated by a power entirely oe their 
control. In its editoriai of April 5. referring to the late re- 
duction in the rates of transportation on grain, it en leavors 
to explain the strange phenomeno. that the railroad com- 
panies should voluntarily make a reduction in the rates at 
tnistime. Itsays: ‘Is anybody so dull as not to see that 
the Erie Canal is the moving cause of this periodical fall and 
rise in railroad rates? Tous this coincidence furnishes its 
own explanation. There is no es ping the conviction forced 
upon us by the overwhelming ev.dence that the Erie Canal 
is the only competitor of which the pooling railroads are 
afraid, * * * It is to the Erie Canal only that we owe 
the reduction proclaimed by Commissioner Fink. The rail- 
road pool is master of the situation in the winter time, but 
the Erie Canal holds that proud position in summer. To that 
reverse relation, and not to the public spirit of the railroad 
— the concession now made by the pool is solely 

ue. 

It would appear from this extract that with the Journal 
of Commerce the fact that the Erie Canal is a power. above 
the railroads is a recen discovery, though the reilroad com- 
panies them elves have always recognized this fact and have 
called atcention to it as an assurance to the pvbiic that the 
railroad management could exercise no monopoliziug power 
over transportation rates, and have referred to it as evi- 
dence that the cry of *t wolf” so lustily shouted by the anti- 
monopolists should cause no alarm to an intelligent public. 

The Journal of Commerce ssems now to recognize the 
truth of {these statements, but its contemporary,zihe Com- 
mercial Bulletin, still clings to the old favorite idea that the 
railruad companies are absolute monopolists and complete 
masters of the situation. 

In its editor al of the 26th of February the Commercial 
Bulletin says: ** The railroad interest has passed into an en- 
tirely new phase, in which the charges for service are no 
longer regulated by free competition, but by a combination 
which amounts to a monopoly of the c.osest and most om- 
nipotent character, and which leaves the public utterly at 
the mercy of the public carriers.” 

While the Bulletin does not recognize any influence what- 
soever of the Erie Canal, the Journal of Commerce yet 
utterly fails to comprehend its wide-spread power as well as 
that of other water competitors upon the limitation of rail- 
road tariffs. 


Newspapers of such high standing and great influence in 
commercial circles as the two I have mentioned should have 
full information upon this important suvject, so that they 
could present ali the facts bearing upon it to their readers in 
a truthful and comprehensive manner. 

I hope, therefore, that it will be of some interes, as well 
as benefit, to point cut and demonstrate the operation of the 
great. power whic’ siands bebind the throne of the railroad 
magnates and regulates the railroad tariffs. 

In the argument I made betore the Committee of Com- 
merce of the House of Representatives, while the Reagan biil 
was under consideration, I made the following remarks which 
bear so directly upon this subject that I may be permitted 
to repeat them here: 

“The competitive railroad tariffs for the inter-state com- 
merce are not, as isso generally supposed, under the absolute 
control of railroad managers, but (he carriers by the wa‘er 
routes really established these tariffs, and the railroad man- 
agers have nothing to do but to conform to them. The water 
routes vot only control the tariffs of their immediate railroad 
competitors, at points where they can render like service to 
the same people, but their influence reaches directly and in- 
directly to the remotest paris of the country. Compared 
with this na ural power ul regulator of railroad tariffs, the 
efforts of state or congressional restrictions [and I might 
have added, ‘anti-monopolist leagues] to prevent extortion- 
ate railroad charges appear to those who are fully conversant 
with the subject as perfectly useless, and the declamation 
against the baneful effect of the so-called railroad combina- 
tions and monopoly appear simply as idle talk. This is 
clearly _ from the fact that charters of railroad com- 
panies fix the maximum limit of charges not unfrequently at 
8 cents per ton per mile (which charge was, no doubt, con- 
sidered reasonable at the time the charter was grant 4d), 
weile water competition bas actually reduced the earnings 
of railroads frequently to one-quarter cant per ton per snile: 
and the maximum charge on grain trom Cricago to New 
York rg hardly ever again exceed 8-10 of 1 cent per tun 
per mile. 

Thus it will aprevr that the railio*d companies fully recog- 
nize the potent iufluence of water competit.on, and are not at 
all afraid of it as the Journal of Commerce seems to think; 
but, on the contrary, they have met such, and must meet it 
wherever they find it, without com»laint, and as one of the 
inevitable conditions under whicn they have to struggle for 
existence. 


Senator Windom, since he wrote the report of the Com- 
mittee on Transportation to the Seaboard, in 1873, has more 
thoroughly studied this subject, and has stated nis conclu- 
sions in ais able speech delivered in the Senate on the 10th 
of June, 1878, ducing the consideration of a bill ‘“ Making 
appropriations for the conssruction, repair and preservation 
and —— of certain public works on rivers and har- 
bors.” I cannot do better than quote from this forcible and 
pertinent speech some passages directly bearing upon the 
subject in hand, prefacing the extracts by remarking that at 
the time Senator Windom bad this subject under considera- 
tion he applied to me for information, which I furnished in 
a letter which be made partof hisspeech. With a strong in- 
dorsement of my competency to form correct conclusions in 
relation to the matter under consideration, he used tie letter 
as evidence in support of the position he had taken tnat the 
improvement of the Mississippi River and other water routes 
woul i materially reduce the existing charges for railroad 
transportation. Senator Windom says: *‘The chief inscru- 
mentalities ty means of which those [competiiive] foi ces 
wiil exert their power are the Mississippi River on the oue side 
and the northern water-routes on the ether. * * * Both routes 
constitute indispensab!e parts of one grand system, * * 
Each is needed to regulate the other and both as regulators of 
railway charges, Each has som? advantages which the otuer 
lacks and some impedimens which the otaer has not; but on 
the whole their trade forees, commercial facilities and eco- 
nemic capacity for cheap transportation will be so evenly 





balanced as to insure a healthy, active and permanent com- 
petition. 

‘It will be as impossible for them [the railroa‘ls] to com- 
bine to put up prices as to effect a combination of interests 
between Chicago and St. Louis or New York and New Or- 
leans. The interests of the Jines themselves ape necessarily 
antagonistic, and as each will be an open, free highway to 
everybody who chooses to float a ves3el upon its waters, 
combination will be simply impossible and competition the 
inevitable law of their existence. * * * But the competi- 
tive power and influence of the two great contestauts (te 
water and railroad lines) will not be limited to — one local- 
ity, but will extend to nearly every state in tae Union, and 
will hold in check and regulate the charges on every rail- 
road from the interior to the seaboard. The wide sweep of 
competitive influence exerted by the Erie Canal 1s not gen- 
eraliy understood or appreciated. You woud doubtiess be 
surprised, Mr. President, if I told you that the ‘little ditch’ 
which runs through your state holds in check and regulates 
nearly every leading railruad east of the Mississippi River. 
and that it exerts a marked influence on the cost of transpor- 
tation over all the country from the interior of the gulf states 
to the St. Lawrence River, and from the great plains of the 
eastern foothills of the Rocky Mountains to the Atlantic 
Ocean. And yet such is the fact. 

* Lest it may be thought that my enthusiasm on this sub- 
ject has betrayed me into an exaggeration, I will give you 
the words of Mr. Albert Fiuk, a gentleman who has no 
prejudice in favor of water transportation, but whose ability 
and experience as a railroad manager is recognized every- 
where. Mr. Fink has given more attention to the philos- 
opby of transportation and written more wisely in regard 
to it than any other man in the United States. * * * 
quote: 

** ‘OFFICE OF COMMISSIONER, i 
No, 346 Broadway, NEw YorK, May 3, 1878. ) 

***DeaR Sir: In your letter of April 29 you ask me 
to explain the effect of the opening of navigation on 
the lakes upon the rates of transportation charged by 
the railroads extending from the West to the interiur 
guif states. You are aware that when the rates are 
reduced between Chicago and New York on account 
of the opening of the canal that this reduction applies 
not only from Chicago but from all interior cities 
(St. Louis, Indianapolis and Cincinnati) to New York. If 
that were not the rule the result would be that the roads— 
running, say, from St. Louis, Indianapolis and Cincinnati to 
Chicago—would carry the freight to Chicago, from which 
point low rail or water rate3 would take it to the East 
and leave the direct railroad routes from these 
interior points to the seaboard without any busi- 
ness. Hence, whenever the rates are reduced on account of 
the opening of navigation from Chicago and the lake ports, 
the same reduction is made from all interior c.ties, not only 
to New York, where the canal runs, but also to Boston, 
Philadelphia and Baltimore. Although the latter cities have 
no direct water communication with the West, yet they 
receive the benefit, as farjas low railroad rates are concerned. 
to the same extent as if a canal was actually running from 
the lakes direct to those cities, because whenever rates from 
Chicago to New York are reduced it becomes absolutely 
necessary to reduce correspondingly the rates from Chicago 
to Boston, Philadelphia and Baltimore, otherwise these 
cities could do no business, as it would all go to New York. 
Tie reduction of the rates from Chicago and St. Louis to 
New York, Buitimore, etc., reduces the rates on shioments 
from Western points via New York, Baltimore and ocean to 
the Southern Atlantic ports—to Norfolk, Wilmington, Port 
Reyal, Savannah, Brunswick, Fernandina, etc.—and trom 
there into the interior Atlantic Gulf states by rail or water 
routes to Augusta, Atlanta, Mecor Monteomery, 
S-lma, e‘ce. The railsoads ruining direc: fr m Ch ca so and 
St. Louis, via Louisville, Nashville and Cuuttanooga, to the 
same points are obliged to follow the reductions made via 
the rail and ocean route, and which reductions were pri- 
marily made on account of the existence of the Erie Canal 
and tae opening of navigation; it follows, therefore, that 
the Erie Canal influences the rates of transportetion from 
Chicago, St. Louis, Cincinnati, etc., to the interior of the 
Gu'f states. The same is true in relation to the west- 
bound freight. When rates are reduced from New York to 
Chicago, the roads from New York to Louisviile reduce their 
rates cn shipments made by way of Louisville to Memphis, 
Nashville, Mongomery, Selma, ete , and the direct Southern 
transportation lines from New York via Norfolk, Wilming- 
ton, Charleston, Savannah, etc., have to reduce their rates 
to meet those made by the Northern lines to the same points, 
and vice versa. ; 

‘“Tt appears from the above statement that the Erie 
Canal and the lakes exercise their influence over the South- 
ern country until it reaches a line where low ocean rates 
from New York to the Gulf cities—Moile, New Orleans and 
Galveston—exercise their influence upon the rates to the 
adjacent interior points—to Augusta, Macon, Selma, Mont- 
gomery, Houston, etc.—so that it may be said that all the 
rail rates are kept in check by water transportation. 

‘***There need be no fear that extortionate rates will be 
charged by railroad companies ; on the contrary, the fear is 
that water competition will he so effective as to prevent 
railroads from securing paying rates. Very truly yours, 

‘** ALBERT FINK. 

*¢ Hon, William Wiudom, Washington, D. C.’ 

‘* Mr, President. this sketch of the territorial extent of the 
influence exerted by the Erie Canal is drawn, not by an en- 
thusiastic advocate of water transportation, but by 2 cool- 
headed, practical railroad manager of great ability and large 
expeiience, who has long been accustomed to watch the 
performances of water-ways from the railroad standpoint 
and to measure their power with reference to its effect on 
railway rates. 

‘The sweep of regulating power and competitive influence 
that will be exerted by the improved Mississippi River will 
be quite as great in extent and as beneficial in effect as we 
have seen exerted by the Erie Canal, and in additisn it will 
be in constant operation. It isa common argument against 
the value of the northern route that it is c!osed by ice for 
several months each year. * * * But with the improved 
Mississippi, open nearly all the year from St. Louis to the 
Gulf of Mexico, water competition will be always present. 

‘**Ou the same principle and for the same reasons that the 
Erie Canal during the season of navigation holds in check 
and regulates all the railroads between the St. Lawrence and 
the interior of the Gulf states, the Mississippi roate will, 
during the whole year, cieapen the cost of internal trans- 
poriation over all the country between St. Paul and New 
Orleans and between the Mississippi River and the Atlantic 
Ocean.” 

This speech, made in 1878—the result of more mature re- 
flection—fully refutes the sta ements made by the same 
gentlemia before th» Aqii-M>aopoly League in February 
last, in which he quotes from the Senate Report of 1873. 
Senator Windom nas fuily shown that railroad tariffs are 
restricted by a higher power than the four presilents of the 
truk lines, or all the railroad presidents of the country 
combined : a higher power than the Congress of the United 
States or the Parliament of England ; a higher power than 
even the Anti-Monopoly League. This power is the great 
and free waterways that nature has so bountifully supplied 





to this favered country. The efforts of a few railroad presi- 
dents to resist this power would be just-as absurd as the 
attempts of the Anti-Monopolist Leagues to restrain the 
geal *power of railroads which has no existence in 
act. 

I trust the Journal of Commerce will now perceive its 
mistake when it said: *“*The Erie Canal holds tbe proud 
position of regulating the railroad tariffs during the summer 
months, but the railroads are masters of the situation during 
the winter time.” The fact is that the7 are not masters in 
winter time and could not be, even if the Mississippi River 
did not, as it does, perform the office of the Erie Canal dur- 
ing, the period that the latter is covered by ice. 

he railroad charges in winter cannot exceed those in 
summer by more than the expense of st rage, insurance and 
interest on the investment in the property to be transported 
during the time navigation is closed. By far the greater 
portion of the property, would be stored awaiting open 
navigation if the winter rates were in excess of these 
expenses over summer rates. It is to the interest of railroad 
companies to encourage by low winter rates the largest 
possible movement of freight at the very time when they 
pave no water competition, so that when navigation opens 
there will be the least possible amount of freight heid in 
store for water transportation. That is not a mere theory; 
but the actual policy pursued by the railroad com:anis is 
shown by the fact upon which the Journal of Conmerce 
comments, viz: that the rates on grain were lowered on the 
1st of April last from 35 to 30 cents, and have since been 
lowered to 25 cents, although it will be a month or longer 
before the opening of navigation on lake and canal; and an 
additional reason for this earlier reduction will be found in 
the influences exercised by the present active competition of 
the Mississippi River, in this respect fully confirming the 
views expressed by Senator Windom. 

It may b2 noted here. as a curious fact, that that danger- 
ous man, who, in the letter of Senator Windom to the Anti- 
Monopoly League, was singled out as likely to control all 
the channels of commerce, including, no doubt, the Erie 
Canal, the Lakes and the Mississippi River, as well as all the 
channels of thought, was one of the first to avail himself of 
the improvements made in the Missi-sippi River by estak- 
lishing a line of barges to transport grain from St. Louis to 
New Orleans at such low rates as to cause a general reduc- 
tion in the rail transportation charges throughout the 
country. 

According to Judge Black’s theory and estimates an 
advance of 5 cents per 100 lbs. on grain imposes a tax of 
$75,000,000 per annum; the reduction of 10 cents from 35 
cents per 100 Ibs, (whics rate I have shown to be reasonable) 
must, therefore, produce a corresponding saving of $120,- 
009,000. This leaves $75,000,000 to the credit of the rail- 
roads in their account against the people, of which the Anti- 
Monopoly League should take notice. 

It is, however, not maintained that the railroads make this 
large concession in rates asa donation from mere philan 
thropic motives; but they doso for the purpos2 of making 
tbe most money out of their investments. The Jourval of 
Commerce speaks rather complainingly of the railroads, be- 
cause their motive of action is not a higher one. It says in 
its editorial of the 5th inst. : 

“To this opposition of the Erie Canal, and not to the pub- 
lic spirit of the railroad combination, the concession now 
made is solely due.” 

The railroad managers have never claimed that they are 
actuated merely by public spirit, but they do claim and have 
aright to assert that they have conducted their business 
upon correct business principles—upon princinles that ale 
recognized and acted upon by all otner intelligent busines 
m2n—and with the view of making the investment as re 
munerative as possible. This is the incentive which under 
lies all other business operations; why should the railroads 
be blamed ? 

The interests of the railroads are so interwoven and identi- 
cal with those of the people that that course of action which 
is most beneficial to the one must necessarily be the most 
beneficial to the other. The charge that isso often made 
against railroad managers, that they are greedy. avaricious 
and anxious to make all the money outof their property 
that they possibly can, and the charge whicb is made at the 
same time and in the same breath, that these same men wil- 
fully and maliciously throw every obstruction in the course 
of commerce, use every means for stopping production and 
impoverishing the producer, make every effort to stop the 
source from which alone tkey can derive revenue, are so 
evidently self-contvadictory and absurd that it is difficult to 
perceive how so large a number cf intelligent peop!e can be 
made to believe them to be true. They on y could be true 
upon the supposition that the railroad managers of this 
country are the most stupid and short-sighted business men 
of which the world has any recor], whil> c2rtaialy it may be 
claimed with some degree of justice that these men br.nz to 
their business avvcation as much capacity, sagacity and prac- 
tical knowledge as most other men apply to their profe:- 
sional and business pursuits. The absurdity of tnese charges 
is to be impressed upon the public mind in order that arti- 
ficial control through legislative bodies may be substitute | 
for the operat.on of the natural laws. Lhe Commercial 
Bulletin, in its editorial of April 12, says that the railroads 
‘“*have become exempt from the controlling competition, 
and therefore need to be subjected to artificial regulation 
through legislative enactments.” 

People who advocate such reforms in railroad manage- 
ment are totally ignorant of the great competitive forces 
that. now control and the principles that actually guide rail- 
road management, and which I have endeavored to explain; 
they must also be totally ignorant of the beneficial results 
that have been obtained heretofore by the action of the e 
controlling forces ana application of these guiding principles. 

Whatever may have been the errors and abuses of the 
railroad managers in some individual cases (and there are 
good laws in existence tv check and punish them), the grand 
results accomplished contradict completely and conclusively 
the charge that the railroads of this country have not, upon 
the whole, been managed in the interests of the people. 

Take, for instance, the following data in reference to the 
operations ot the railroads in the state of New York: 

While the total mileage of railroads in that state has only 
increased from 4,000 miles in 1870 to 6,000 miles in 1879, 
an increase of about 50 ner cent., the actual tonnage moved 
bas increased from 20,500,000 tons in 1870 to 47,350,000 
tons in 1879, an increase of 135 per cent. 

* Dees this look like obstructing commerce ? 

While the average charge per ton per mile in 1876 was 
1.7 cents, in 1879 the average charge per ton per mile 
was only 0.8 cent, a decrease of more than 50 yer cent. 
The actual profits derived per ton per mile were 0.55 cent 
in 1870, and in 1879, 0.23 cent per ton per mile. 4 

Does this look like an unjust exercise of monopoly power ? 

On the Lake Shore Rai:road the tonnage moved in 1870 
was about 3,000,000 tons, and in 1879 about 7,500,00) tons 
were moved. Does this look like obstructing: commerce ? 
The charges on that road in 1870 were 1.5 cents per tun per 
mile ; in 1879, 0.64 cent per ton per mile. Again, does this 
look like the exercise of monopoly power ? 

Has the price of grain, provisions, butter, cheese or any 
other important product, been reduced in anything liks the 
same proportion? Why do the producers, or those who 
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claim to represent them, keep up the price of their produc- 


tions and find fault with the railroad companies and accuse 
them of extortion, when, in fact, the railroads through low 
charges for transportation have made it possible to increase 
the production so immensely. 

It is not claimed, I repeat, that these results have been 
obtained through any motives of philanthropy or public 
spirit on the part of the railroads, but that they are the con- 
sequences of the action of natural laws and application of 
correct principles to railroad management, and in this ve 
fact that the railroad tariffs are not dependent upon the vol- 
untary or arbitrary action of its managers lies the rantee 
to ie noogle that their commercial interests will be fully 

rotected, 

- Yet the Commercial Bulletin is still under the impression 
that, as it says in its editorial of the 12th of April: 

“Under the pooling system they adapt their charges to 
their own requirements, regardless of what the public can 
afford to pay. Such combinations are impregnable against 
competition.” 

According to Senator Windom’s testimony. in order to 
destroy competition the so-called railroad ‘‘pools” niust be 
able to accomplish the following feats: 

First—They must fill up the Erie Canal, or the ‘‘ditch” re- 
ferred to by Senator Windom. 

Second—They must dry up the northern chain of lakes. 

Third,—The sources from which the Mississippi River de- 
rives its waters must be stopped; and 

Fourth—In order to achieve the foregoing the sun must 
be extinguished and the evaporation and condensation of 
water prevented. : 

As long as the “ pools” cannot perform these feats the 
people need not fear that a single man, or any four railroad 
presidents, or even all the railroad presidents of the country 
combined, will be able to control in any degree the active 
and strong competition of nature’s highways, which, in fact, 
completely control the entire railroad system of the country. 

To illustrate the operation and object of the so-called 
2 ols, which are feared so much by the Commercial Bulletin, 

will briefly explain their object. A rate of 30 cents was 
lately established by the associated roads (some 42 in num- 
ber), which rate was influenced, as I have shown, by com- 
petitive forces over which the railroads had no control. The 
only object of the pools is to maintain this rate and to so ad- 
just the tariff throughout the country that all people are put 
upon the same equitable footing, and unjust discrimination, 
the payment of rebates and the constant fluctuation in rates 
are prevented, of which the people have so much complained 
and have a right to complain. 

It will be seen that the rate of 30 cents is not influenced, 
whether there exists a pool or not, but that the pool is sim- 
ply to maintain the rate, to make it permanent and to make 
if just to all shippers. It can do no more, and if it can do 
that it certainly should be satisfactory to the shipping com- 
munity. Nevertheless, there is the same misconception of 
this subject as there seems to be upon all others connected 
with railroads. That which is intended and really operates 
in the interest of the people is denounced as injurious to them. 
The Chamber of Commerce petitioned Congress to pass laws 
to accomplish the very thing the pool practically accom- 
a and at the same time they petition Congress to pass 
aws to suppress the pools, denouncing the system as a con- 
ocnoy by which unjust taxes are to be exacted from the 
people. 

In the same spirit and with equal justice all railroad com- 
panies are denounced as plunderers and thieves, and yet they 
contribute more by their own means and acts to the prosper- 
ity and the wealth of the country than any other class of 
citizens or any other corporations. : 

The very men who—it is true, not from motives of philan- 
throphy, but from a mere spirit of enterprise and a love of 
making money—are using their large capital to push the 
railroad system into the far West and change the waste land 
into flourishing and productive fields, who put barge lines 
upon the navigable streams and carry the product ot the 
country at the lowest possible cost to the consumer, and by 
reducing the cost of living reduce to a great extent the 
burdens of struggling humanity in its battle for existence— 
these very men are held upto the public by the Anti-Monop 
oly League as the enemies of the. people, whom they are 
seeking to impoverish and enslave. To me it seems they are 
the true anti-monopolists and those who cry out against them 
are meré pretenders, ALBERT FINK. 

April 15. 1881. 


RAILROAD LAW. 
Regulating Baggage Smashers In Texas. 

The Texas Legislature has added the following article to 
the penal code of the state: ‘‘ That any baggage-master, ex- 
press agent, stage or hack driver, or otber common carrier 
whose duty it is to handle, remove, transfer or take care of 
trunks, valises, boxes or other baggage while loading, trans- 
porting, unloading, transferring, delivering, storing or hand- 
ling the same whether or not in the employ of any transpcr- 
tation company or common carrier, who shall maticiously or 
carelessly or recklessly break,:injure or destroy the said bag- 
gage, shall be deemed guilty of a misdemeanor, and on con- 
viction be fined in a sum not exceeding $100 ; provided, that a 
prosecution for a misdemeanor as provided in this section 
shall not be a bar to a civil action for damage.” 

Takes effect 90 days after date. 

Injury to Employe—Measure of Damages. 

In Atlanta & West Point Co., appellant, against Johnson; 
the Georgia Supreme Court holds as follows: 

1. Where a declaration in a syjt inst a railroad on ac- 
count of a physical injury alle that plaintiff was 
employed as a train hand on defendant’s freight train, that 
by the negligence of other employés the accident occured 
(describing it) by which his fingers and a portion of his hand 
were so mashed as to necessitate amputation, and that his 
capacity to labor and earn money was thereby permanently 
diminished one-half, evidence as to plaintiff's age and capa- 
city to labor was admissible without more specific alle- 
gations in regard to them. 

2. After stating an injury done to the plaintiff, giving all 
the material facts touching his physical condition, bis previ- 
ous capacity and present incapaci for labor resulting 
therefrom, it was not error to allow the witness to state how 
much less he could do after than before the injury. _ 

8. We cannot see that the charge of the Court was such as 
to constrain the verdict of the jury as to the amount of 
damages to be found. Suit being brought for a permanent 
injury resulting from a railroad accident, future pain and 
suffering may form an element in estimating damages, pro- 
vided the evidence renders it reasonably certain that they 
will necessarily result from the injury. 

4. It isnot improper to introduce in evidence standard 
life tables to show the expectancy of life of a person of the 
age of the injured party, as a basis upon whicn to estimate 
the amo int of damages he should recover, and such ia effect 
was the charge of the Court. Thatthe judge directe1 the 
jury to inquire into the plaintiff's capacity to labor instead 
of his ability to earn money is no ground of reversal. ‘The 
capacity to labor was in fact the thing of which plaintiff 
claimed to have been deprived, and as a result thereof arose 
an inability to earn money. 





| 





5. In a suit by an employé against his employer for dam- 
ages done by a co-employé, the .question whether he hiroself 
was free from negligence, refers to negligence operating at 
the time of the tales. That he might have been negligent 
at some other time would not affect the issue. 


Fire Damages in Iowa. 

An Iowa correspondent of the Chicago 7'ribune says: ‘The 
Supreme Court has in affirmed the decision of the lower 
court in the case of Small-vs. The Chicago, Rock Island & 
Pacific Railroad’ Company. The casé has three times been 
before the Supreme Court. The doctrine established by this 
decision is, that railroad companies are absolutely liable for 


all damages, however remote, from fire set out by their 


locomotives, and that contributory negligence cannot be 
pleaded in mitigation of damages. It isa most singular 
and unjust doctrine 
not with the .Court but with the law-makers. It 
is not the business of the Court to make laws, 
but to enforce them as they were made. The Legislature 
has said plainly the companies shall be absolutely liable for 
alldamages. This is the legacy left by the Granger Legisla- 
ture, and is a pretty fair sample of its legislation. In the 
case at bar, Small’s elevator was set on fire by the burning 
of another elevator, which, it was alleged, was set on fire by 
sperks froma locomotive. Under this law the jury gave 
Small $20,000 damages. Under this rule the company would 
be liable for all damages from a big conflagration in a lar, 
city if the fire started from a locomotive. Under this rule 
every company in this state running a road into large towns 
runs the risk of being bankrupted and having its property 
confiscated to pay damages for a big fire. 

“There is probably not another state in the Union where 
such a doctrine obtains. Equity, reason and justice would 
suggest a modification of the statute at least.” 


THE SCRAP HEAP. 


A Railroad Signal Suit. 


The Hartford (Conn.) Courant of April 12 says: *‘ A patent 
case recently decided by Judge Shipman in the Circuit 
Court of the United States for this district, and which has 
been pending in the court. for nearly six years, deserves 
rather more than a passing notice, as involving the interests 
of capitalists of Hartford, Meriden and elsewhere in the 
state. The suit was for infringements of patents for im- 

rovement in automatic electric railway signals, and was 

tween certain parties doing business in the city of New 
York, under the assumed name of the Electric Railroad Sig- 
nal Co., and the Hall Railway Signal Co. of Meriden, Conn. 
Some years previous to the commencement of the suit, one 
of the parties named was in the employ of the Electric Rail- 
way Signa! Co., also a Connecticut organization, and as the 
testimony shows, after being discharged from his position, 
arranged with others to adopt the name as above, and en- 
gage in the signal business in New York, in competition 
with the Connecticut company, whose name they had as- 
sumed, with only the slight difference between railway and 
railroad. The conclusion is obvious. 
necticut company reorganized under the new name of the 
Hall Railway Signal Co., in order to get rid of the close re- 
semblance in title. In 1875 the suit in question was insti- 
tuted, and has been stubbornly fought, the testimony cover- 
ing several hundred printed pages, and the arguments iv 
December last occupying three days in the delivery. * * * 
The opinion of the Court clearly sustains the patents of the 
late Thomas 8. Hall, owned by the Hall Railway Signal Co., 
of Meriden, Conn., whose system has been in practical and 
successful operation upon many of the first railroads of this 
country for several years past.” 








Locomotive Performance. 

There has recently been published a collection of interna- 
tional railroad statistics, compiled on a plah proposed by 
the Statistical Congress that met in Rome in 1877 and in 
Berne in 1878, and under its auspices. The statistics are 
for the year 1876. From them is taken the following com- 
parative statement of the average performance of locomo- 
tives in the various European countries, the figures being 
the number of revenue train miles : 

Germany- 


Government roads worked by the state 11,420 

Corporation “ 7 ch eae dnasnesSabwed 10,403 
- ia worked by companies.............. 12,012 

RIN OE. Sis cnn edsdnrscacrasane ess bens ‘ 


EERE LEE TL IIE LOI AE DIET EPI 
Belgian state railroads.... 
Denmark 
France— 
Northern Railroad 
Eastern oF 
Western cid 
Orleans ‘a 
Mediterranean Railroad... 
Southern an 1A 
Upper Italian 
Roman 
Norway 
Holland 
Koumania 
Swedish state railroads. . 
PE akkeess 2. dabenensdecdssten Ga664. babe GQneee Foe 
Compare this with some figures for this country : 
New York (1878-79) 
SEER COTE dain xic.s0p:c00.00:6258%. morbsednine sas 
Including switching service, etc., the average performance 
of the German railroads in 1878 was 16,740 miles, and on 
the Austro-Hungarian roads 15,765 miles. The German 
road with the largest average performance (including switch- 
ing) reported 24,101 miles that year. 


Running a2 Risk. 


Some time ago there was a freight train engineer on the 
Louisville, New Albany & Chicago road who had great suc- 
cess with heavy traius, often hauling ioads that would have 
stalled any of the other engineers. As his locomotive was 
no heavier than many otters on the road, this attracted the 
attention of the Master Mechanic. One day the engineer 
hauled a very heavy train into New Albany and the Master 
Mechanic seized the opportunity to inspect his engine, and 
discovered a long slender steel packing hook wedged into the 
safety valve so tightly that no steam could escape. The en- 
gineer was dismissed at once. He claimed that he was often 
overloaded and then was blamed for not making good time. 
He did not run the risk of being blown into eternity for 
nothing.—LaFayette Times. 

Quick Work. 

The Youngstown (O.) News of recent date says: “‘ The 
rapidity with which work is done in case of an emergency 
like that which arose at tae burning of the railroad bridge 
over Mosquito Creek, on the New York, Pennsylvania & 
Mhio Railroad, which burned last Tuesday afternoon, is re- 
markable. In 29 hours after the bridge was burned, a new 
bridge, 130 ft. long and 30 ft. high, was completed, and 
trains passing over it. While the work was being done the 
men were compelled to faca a blinding snow-storm, which 
somewhat hindered the erection of the structure. Before 
the wrecking train had cleared away the débris a large 
force of men were at work getting the necessary material 


to set up, but the fault is|- 


In 1873, the Con-| 


2} afternoon. 





in shape for the erection of the new patie. For rapid work 
this exceeds anything yet attempted, at least in this section 
of the country. 


Creosoting Wood as Protection against Teredo. 


The following is a copy of a letter addressed to Mr. Edward 
R. Andrews, proprietor of the creosoting works at Elizabeth 
port, by Brevet Lieut. Col. William Ludlow, Captain of 

ngineers, U. S. A., under date of March 31, 1881: 

“Tn the summer of 1878 you sent me, at my request, four 
blocks of yellow-pine, two creosoted in accordance with your 
method, and two in their natural condition, for the purpose 
of testing the efficacy of the treatment to protect timber 
from the teredo in the waters of Delaware Bay, near Cape 
Henlopen. . 

‘The description of these blocks was as follows : 


Weight dry. 











No. Condition. Dimensions. 
SO eee 5" X5" X22" 15% pounds. 
2 Creosoted........... 5 x5 K22% 21 - 
3 |Natural.;..:. .....0¢ 5 X5 X22% 14% “* 
4 'Oressoted........... 5 x5 xX2234 22 © 


* After being weighed the blocks were bolted together in 
pairs and placed in the water on Aug. 9, 1878, near the end 
of the government pier in the Delaware Breakwater Har- 


bor. Nos. 1 and 2 were submerged to a depth of 19 ft. 
below low water, and 3 or 4 ft. above the bottom. Nos. 3 
and 4 were placed about 3 ft. below low-water level. After 


remaining in the water for 22 days, they were taken up and 
reweighed to ascertain the amount of water absorbed by 
each, with the following. result: 

















Nos.|Weight. dry..Weight, wet. Gain. P.c. of absorption. 
1 15% Ibs. i9 Ibs. | 314 lbs. 0.226 
A tab ae ie 0.048 
3 14 = 17% * _ 0.207 
4 3 . 22% * _ 0.023 





** Averaging the couples: 
“ The natural bloci:s gained 21.6 per cent. 
‘* The creosoted blocks gained 3.5 per cent. 
‘‘ The blocks were reconnected and put back in the water 
the same day, Aug. 31, 1878. They remained undisturbed 
until Jan. 6, 1879, when the heavy ice, rapidly: filling the 
harbor, caused apprehension that it might carry them away. 
Several small boles where the teredo had entered were ob- 
served on the untreated blocks. 
‘** As soon as danger from the ice was past, the blocks were 
returned to the water, Merch 18, 1879, and remained until 
Sept. 16, 1880, when it was observed that the iron rod to 
which they were attached was nearly destroyed by corro- 
sion. 

Having been dried the blocks were again weighed as fol- 
ows : 





No. Original w'ght. Final weight. Loss. Percentage. 
1 15% 11 414 29.04 
2 21 21 0 0.0 
3 1414 10 44 Si..4 
4 22 22 0 0.0 


** Average loss of natural biocks, 30 per cent. 

“The total time of exposure to the teredo was 698 days. 
In addition to the loss in weight, which is probably less than 
the total amount, since the interior cavities had not been 
entirely deprived of water, an examination of the blocks 
showed that the natural ones had been largely destroyed by 
the teredo, while the creosoted ones were perfectly sound. 
There were visible on the ends of these sight punctures 
where the voung worms had apparently attempted to bore 
in without success. 

“The sound condition and the absence of any loss in 
weight in the creosoted blocks, after having been dried, 
showed that the oil had protected the wood from the teredo, 
and resisted any chemical or mechanical tendency of the 
water to remove it—a point with regard to which doubts 
have been felt.” 


7|A Strange Accident. 


A very peculiar accident occurred on the Philadelphia & 
Reading Railroad, near Tumbling Run crossing, on Monday 
No: 62, one of the large engines lately turned 
out from the Baldwin Locomotive Works, wasrunning down 
the road at a good rate of speed, when a number of persons 


;| who were watching her heard a loud report and saw the 
7 | tank and caboose almost disappear in a cloud of smoke. 


Almost simultaneously with the report two figures which 
occupied the tank were seen to jump and turn half a dozen 


5]somersaults before they became motionless alongside the 


rvad-bed. The engine continued on ber way, the engineer 
being apparently unaware that anything of an extraordi- 
nary character had happened. Noticing, however, that his 
engine was the centre of attraction to a large num- 
ber of people who had been halted by the report 
of the explosion, the engineer, Andrew Quinn, left his cab 
and made an examination of the fire-box. The door was 
open and the tank contained a deposit of burning coal, but 
everything else was seemingly in proper order. ‘The engine 
continued on her way and nothing of an unusual character 
has since been heard regarding her. The men who jumped 
from the tank were trair-men on their way down the line. 
Both of them were scorched by the explosion and bruised in 
their attempt to reach terra firma, but neither was seriously 
injured. Just previous to the explosion the fireman had 
ut on alot of fresh coal. It contained, it is supposed, a 
rge quantity of gaseous matter, and this caused the ex- 
losion. The engineer was prevented from hearing the 
tter by the noise generally accompanying a moving engine, 
and as he was traveling at a good rate of speed, and stood in 
the cab (on top of the boiler), while the force of the exple- 
sion was spent in the direction of the tank.—Foftsville (Pa.) 
Miners’ Journal. 


A Ship Railroad in Florida. 


The Panama ship railroad has been anticipated in Florida, 
though the line transports only fishing boats, and is worked 
by mules—still, the principle is the same. The Pensacola 
Gazette says: 

“There is really a railroad on Santa Rosa Island—com- 
plete in all its parts, except that the rolling stock is operated 
without steam. This rdad traverses the island from the 
vicinity of Mary Esther post-office to the Gulf coast, and 
was built by the Pensacoia fice Co. in the interest of their 
fish business. It has long been a custom witb the fishermen 
to bring over their fish from the Gulf to the Sound in tubs, 
but they were never before able to enter the harbor with 
their boats without doubling the western pass. The cars on 
the railroad, however, accommodate the boats as well as 





the tubs. And thus we keep pace with the age.” 











THE RAILROAD GAZETTE 





[APRIL 22, 1881 

















Published Every Friday. 
CONDUCTED BY 
8. WRIGHT DUNNING AND M. N. FORNEY. 


CONTENTS. aes 





ILLUSTRATIONS: Page. GENERAL RAILROAD News: Page. 
Railroad Sections Desiened A Ee 224 
by Mr. Robert H. — o,> Traffic and Earnings... .. :.224 
Cnsiaieminieinn 16,217 Railroad Law......... _...219 
. ge » oor 

Rail Sections...... ..... .. 215 oe a a a po 
meee " bane ec eee 


Yhe American Society of | ANNUAL Reports: 
Mechanical iemincnrs...200 Atchison, Topeka & Santa 
27 


The Restoration of East- , Fe ges cttteeeeeeser eee’ 27 

Bound Rates............. 220 Central, of New Jersey ....228 
Sparks from the Locomo- Cape Fear & Yadkin 

_ AAR ..., POS tenses = 

: ROU. 5.0 00% 22 

Trak Line Earnings Since | widiand, of New Jersey... .228 


tem be 
Disesiesieation Rates in Charlotte, Columbia & 

Europe...................-222| Augusta ................. 228 

inncord of New Railroad MISCELLANEOUS : 

Construction ............ 223) The Railroad Usury Law...215 
Eprroriau Nores............. 223) North Carolina Railroad 
GENERAL RAILROAD NEws: Sere 215 

Meetings and Announce- Railroads in the Southeast.217 
ments........ .... .....-.223} The Effect of Existing 

Elections and Appoint- Water Routes on Rail- 
SRE kcscecrscs ee road Charges............. 217 


EDITORIAL ANNOUNCEMENTS. 


Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EpitoR RAILROAD GAZETTE. 
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Passes.—All persons connected with this paper are forbid- 
den to ask for 2s under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 


Advertisements.—-We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and im ant to 
our readers. Those who wish to recommend their inven- 
tions, machinery, — financial schemes, ete., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 








Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in rail offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 

cially annual reports, some notice of all of which will 
£ published 


THE AMERICAN 


SOCIETY OF MECHANICAL 
ENGINEERS. 


This, the newest of the technical societies, will hold 
its second regular meeting in Hartford, the first week 
in May. 

The following papers are promised and others are 
likely to be added: Rates of Expansion at Maximum 
Efficiency, by Professor Thurston; A New Form of 
Adjustable Screw-thread for Bolts and Nuts, by James 
C. Bayles; Formula for Belt Power, by A. F. Nagle; 
Most Economical Point of Cut-off, by A. R. Wolff; 
Latest Development of Submarine Telegraph Work, by 
Thomas Whiteside Rae; Counterbalancing Reciproca- 
ting Parts of Steam Engine and Other Machinery, by 
S. W. Robinson; A Rational System of Piston-pack- 
ing, by G. H. Robinson; A New Style of Boiler Injec- 
tor, by Charles W. Pusey; Experiment on the Adhesion 
of Belts, by Samuel Webber; An Improved Mercurial 
Pressure Gauge, by D. N. Melvin; Rolled Cast-steel 
Car-wheels, by Jacob Reese; Siemens Pyrometer, or 
Modified Calorimeter, by J. C. ‘Hoadley ; Com- 
parison Between Different Types of Engines, 
by Charles A. Hague; A Brief Treatise on 
the Steamboat Cam, by Lewis Johnson; The Binary 
Absorption System of Ice Machinery, by H. F. T. Por- 
ter; Some Effects of Tempering, by Robert Grimshaw. 
Other papers are expected from Messrs. Church, Lea- 
vitt, Sellers, Emery and others, and doubtless there 
will be as much material offered as the society will 
have time to hear and discuss. 

It has been growing very rapidly, and now has over 
250 members, with enough new ones proposed to make 
the number nearly or quite 300 by the time the next 
meeting is held. Its success therefore seems to be as- 
sured, at least as far as mere members and influence 
can do this. 

Mechanical engineering has grown to such enormous 
proportions in this country that it should maintain a 
society greater in numbers and resources than any 
other now in existence. Such a growth the new so- 
ciety may have if it fulfills the purposes which such 





an organization should. There are though some 
obstacles in its way which will require  skill- 
ful navigation to avoid; one of these isthe extent of the 
ground which it must cover. Mechanical engineering 
now includes such a great diversity of subjects that it 
is difficult to maintain a common interest in all of 
them, and as a matter of fact, what we find is that 
separate and distinct organizations are formed, de- 
voted exclusively to some separate and distinct in- 
terest. Such are the master mechanics’, the car- 
builders’, the wagon-makers’, the millers’ and other 
associations. They are devoted to the consideration 
of some distinct class of machines, in which all have a 
direct concern. . In a general association of mechanical 
engineers, on the other hand, there will necessarily be 
many subjects introduced and considered which will be 
of vital importance to one class of members, but which 
others will care little about, especially if the papers are 
prepared without reference to their audience, as 
is so often the case. After the last meeting, 
which was also the first, of the Society 
of Mechanical Engineers, we ventured to point 
out what might be called the statical and dynamical 
detects of some of the papers which were read at that 
time. There are not a few: persons who address popu- 
lar audiences in various ways who seem to forget en- 
tirely, or rather never think at all of, the capacity of 
the people who ordinarily compose an audience to give 
attention. Experience has shown most of us that it 
requires a preacher of exceptional eloquence to keep 
the attention of a congregation for a longer time than 
half an hour. Before the expiration of that time most 
of his hearers are wearied and yawning. It would be 
regarded as an indication of woeful ignorance in our 
engineer to impose a greater amount of work on a 
shaft than it can transmit, or to load a bridge or 
beam with more than it can bear, and yet some of the 
same persons, who would be loudest in their condem- 
nation of a person who neglected to calculate the 
strength of the rivets in a bridge which failed, will not 
give a moment’s thought to the resistance of those 
delicate mental filaments, which, by an apt figure of 
speech, we say ‘‘ rivet the attention” of the listener. 
In the charter of incorporation of the British Institu- 
tion of Civil Engineers, engineering is defined as ‘the 
art of directing the great sources of power in nature 
for the use and convenience of man.” There is besides 
this what might be called engineering of the mind, 
which could be described as the art of directing the 
great sources of thought in mankind for their own use 
and edification. There is a direct analogy, too, be- 
tween the laws which govern the one kind of engi- 
neering and those which govern the other. In fact, one 
might take a number of the titles of the papers which 
are given above, and apply them to mental engiueer- 
ing and write correlative papers covering the latter 
ground as the papers which will be read will probably 
cover the physical field. Thus, what would be more 
entertaining than to show what the ‘ratio of expan- 
sion at maximum efficiency ” should be ina paper to be 
read before such an audience as will in all probability 
be assembled in Hartford next month? It could be 
shown, for example, that if an author’s ideas are ex- 
panded too much, the heat of his discourse is converted 
into work, and the expansion soon begins to produce a 
refrigerating effect, and, if carried too far, the dilation 
becomes so great that the pressure exerted does no 
useful work. Besides, while those processes are going 
on, the external radiation of mental heat and conse- 
quent loss of energy are greater than that imparted by 
the too much expanded disquisition. It might be 
well, too, to keep in mind that there is very little use in 
compounding either steain engines or ideas, unless the 
pressure of the steam or force of ideas is greater than 
can safely be exerted on a piston or an audience at one 
time. Simple cylinders and arguments in the long 
run are the most efficient, unless as indicated, the 
power exerted becomes very great, which is not usu- 
ally the case in either ordinary engines or essays. 

The fact is that unless a paper is prepared with 
some distinct reference, or rather adaptation, to the 
audience which will listen to it, it is quite certain to 
fail to accomplish what should be its purpose. If it is 
too long they will weary of it; if too involved they 
will not be able to follow it; if too diffuse it will not 
retain the attention of the hearers. If those who 
write technical papers, especially the younger men, 
would give more consideration to the object to be 
accomplished in writing, or rather reading and hear- 
ing, them, audiences would be bored less frequently 
by the immature and tiresome productions of 
ambitious aspirants to fame and distinction. The 
authors should ask themselves whether they have 
anything to say which their hearers will care to learn, 
and concern themselves chiefly with writing in such a 
way that their hearers can easily comprehend and 





follow what is read. The length of the discourse 





should be adapted to the endurance of the audience. 
Among the papers to be read at the coming meeting 
is one on ‘‘experiments on the adhesion of belts,” and 
another on ‘formula for belt power.” It is to be 
wished that some one will give some limits of the 
‘* adhesion ” of the attention of an audience, and con- 
struct a formula by which it can be determined 
when a belt of dissertation, which envelops our audi- 
ence, is liable to slip. - There are some data which a 
little experience would supply on which such a for- 
mula might be based. Every author may safely bear 
in mind that if a paper or speech exceeds twenty min- 
utes in length it must be of exceptional interest and 
value not to tire an audience thereafter. Its merit 
should increase, too, as the square of the time occu- 
pied in reading it: that is, if it occupies thirty min- 
utes to read it should be four times as good as it should 
be if it took only tifteen; and if it consumes an hour 
it should be sixteen times more useful and entertain- 
ing than a fifteen-minute paper is, in order to keep 
the attention of the hearers as well. 

It seems very singular that it should be so dffficult 
to make those who have a fair knowledge of mathe- 
matics understand how ineffective mathematical analy - 
ses and formule are in a paper which is read and 
listened to ina public assemblage. It is safe to’ say 
that no one can follow these or get any idea from 
them by hearing them alone, and that not one ina 
hundred can follow them if written out on aa black- 
board unless they are of the very simplest character. 
At the first meeting of the Society of Mechanical 
Engineers there were several mathematical papers 
read which became before they were finished simply a 
dumb show, which the audience endured through 
politeness, and which the readers inflicted through 
what seemed to be an inability of adapting their means 
to the ends aimed at. If the formulz had been read to 
a patch of cabbages, it would have been quite as use- 
ful an exercise as that of reading them 
to those who chafed under the _ infliction. 
It is not said, of course, and it would 
be foolish to say, that mathematics should not be used 
for purposes of investigation and form parts of papers 
to be presented to technical societies. What seems 
clear, though, is, that as a means of communicating 
information orally to such audiences as are usually as- 
sembled at the kind of meetings here referred to, 
mathematical formule, unless of the very simplest 
form, are absolutely ineffective and useless. If the 
subject treated must be investigated mathematically, it 
is much better to give such investigations in the form 
of an appendix to be printed, but not read, and the 
reader in nearly all cases would increase the interest 
in what he has written if he should give his conclusions 
alone without their demonstration. The men of first- 
rate ability aud of eminence in their professions know 
this, and Mr. Sellers, Mr. Holley and the most distin- 
guished contributors to the transactions of the British 
Institution of Civil Engineers never or rarely make 
use of mathematics in their papers. 

There is another fact which the young contributors 
would do weli to bear in mind. This is, that the old 
fogies have lived a great deal longer than they, the 
young chaps, and that it is not safe to presume on the 
ignorance of the fogies. It may safely be presumed 
that the elderly members of the profession are ac- 
quainted with its existing literature. To offer a mere 
compilation, therefore, as a new contribution to the 
knowledge of a profession +is a bit of presumption 
which deserves rebuke, but which, unfortunately, it 
does not always get. 

The list of subjects and of names which is given 
above, and which will, in part at least, compose the 
bill of fare for the Hartford meeting, promises, how- 
ever, to include fewer of the faults which have been 
condemned than usually-prevail at such times. The 
arrangements for holding the meeting have pro- 
gressed thus far very favorably, and Hartford has ex- 
tended its hospitable arms to receive its visitors in 
May. Its convenience of access, its manufacturing 
interests and the beauty of the place all offer induce- 
ments to members to be present. Hartford, as most 
persons know, insures almost everything from asteam- 
boiler to new-born baby, and now has undertaken to 
insure that all who visit it, with the mechanical 
engineers, will have a good time. 


THE RESTORATION OF EAST-BOUND RATES. 





The disturbance that caused the reduction in east- 
bound grain rates on Monday of last week has proved 
less serious in its effects than was feared. The pro- 
vision of the agreement of March 11, by which, when 
any cut was made by any one at any place, the Com- 
missioner might announce a general reduction to the 


level of that rate, was not sufficient to prevent irregu- . 


larities; but when it was put into execution it not only 
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prevented the continuance of cutting rates, but led to 
a prompt meeting of the trunk-line authorities, aud a 
serious attempt not only to arrest the progress of the 
demoralization, but, so far as possible, to put things 
back as they were. Considering the temper of some of 
the parties, we did not look for so early a meeting; 
but doubtless it seemed to all parties too impor- 
tant a matter to be neglected. It was likely to 
result in a loss of some millions of dollars in net earn- 
ings ; and the loss had actually begun and was being 
felt. If, as has been usual when_cutting has begun, 
the losses had been confined toa portion of the ship- 
ments from one or two places, it would have been very 
hard to get the representatives of all those important 
lines together ; and then, too, the amount actually 
being lost at the time not being very large, perhaps 
they would have been less ready to sacrifice personal 
feelings, and instead of nursing wrath over the causes 
of the break in rates, to set about remedying the evil as 
speedily as might be. There is nothing like the im- 
minent prospect of a loss of some millions of dollars to 
secure prompt and harmonious action. 

Saturday of last week a meeting was held at Mr. 
Vanderbilt’s house in New York, at which there is 
said to have been great harmony in opinions as to the 
policy to be pursued, though, doubtless, all preserve 
their very different opinions as to the persons to whom 
the troubles were properly due, concerning which more 
than one company would find it hard to clear itself 
entirely. What was done was to order a restoration 
of the April 1 rate-—30 cents per 100 lbs., from Chicago 
to New York—to take effect the following (last) Mon- 
day, the first working day after the meeting. This is 
contrary toa rule of the Joint Executive Committee, 
adopted nearly two years ago, according to which 
two weeks’ notice will be given of an advance 
in rates; but it was argued that this was not 
a regular reduction, but a special one, made 
in the way of penalty and to stop the cutting of 
rates. It certainly was important to restore the 
rate if possible before navigation opened. If the 
25-cent rate had continued till then, or even for two 
weeks longer, it would have established the opening 
lake rates on a basis correspondingly low, and then 
there would have been no chaace of the roads getting 
more than 25 cents until after harvest, while they 
might have to make a still lower rate to meet lake 
competition. We had this provision for two weeks’ 
notice in mind when we said last week that the five 
cen reduction would have to stand until after harvest. 

It is not certain yet that the 30-cent rate can be 
maintained. An advance so short atime before the 
opening of navigation under ordinary circumstances 
is likely to check shipments seriously. At this time 
stocks at the Atlantic ports are unusually light, and 
considerable shipments may be neces unfor- 
tunately part of these are provided fof by engage- 
ments that have been entered into to carry quantities 
at less than the presentrate. Shipments from Chicago 
the first three days of this week were unusually large, 
but we imagine that the greater part of them was not 
made af ,the 30-cent rate. How much business has 
been contracted at 25 cents we have no means of know- 
ing, and probably no one knows, and in this lies the 
chief danger of further trouble. It seems a remote 
one, however. The roads after the hard winter need 
to make a profiton the spring and summer business 
and they are very anxious to, and they will try hard to 
prevent a course that will destroy its value. 

Doubtless the effective settlement will be found in 
dividing the business, and we understand that the 
negotiations for this are to be continued, and there is, 
perhaps, as good a prospect as ever that it will be 
effected; but this new rule, by which cuts in rates 
are likely to become general reductions, has worked 
so well in this case that the early perfection of an 
apportionment is of less importance than before. It 
may be said that the rule did not prevent 
cutting three weeks ago; but then it was an un- 
tried law; it had never been executed, and _per- 
haps never would be. It is different now. The 
rule has been executed, and for a week the 
railroads paid the penalty of the law. They will not 
wish to doit again. They have unmistakable proof 
that there is a punishment for disorderly conduct, for 
they still smart with it. We do not think that they 
will so readily again lay themselves liable to a repeti- 
tion of the penalty by a second offense. 

Probably no one isso much rejoiced at the restoration 
of rates as the vessel-owners. They had been hold- 
ing out for eight cents a bushel for the first cargo 
from Chicago to Buffalo, but when the trouble about 
rail rates broke out they could get no one to offer 
more than five, and to begin with a five-cent rate, 
with only a short season before them, was very un- 
satisfactory, especially after what they had expected. 








and as the time for free winter storage in the 
elevators has now expired, we may expect 
contracts to be made and cargoes received to 
avoid payment of elevator storage unless the 
shippers at lake ports are confident that the rail rates 
will not remain firm, or unless they had already made 
contracts before the restoration of the 30-cent rate for 
the transportation of immense quantities by rail. If 
the latter is the case lake rates will certainly open 
low, and then it will hardly be possible to maintain 
the 30-cent without sacrificing the grain business. It 
is to be said, however, that it is less important this 
year than heretofore for the railroads to make rates 
low enough to secure a large share of the through 
grain. The rates on flour and grain are alike, and the 
railroads carry substantially all the flour from Buffalo 
east, and more than four-fifths of the shipments from 
Chicago. They will continue to get the 
flour even when lake and _ canal rates 
are so much lower that they can get little wheat 
or other grain. Now this year the flour is a much 
larger proportion of the whole than before; the ship- 
ments of the Northwestern markets bave been more 
than 2,500,000 barrels this year, so far, which is 60 per 
cent. more than last year. With average shipments 
of 150,000 barrels a week, which will go by rail at a 30- 
cent as wellas ata 25-cent rate, aloss of $15,000 a 
week would result from the lower rate, which, to be 
justified, should, therefore, attract so much more grain 
than would otherwise go by rail, that the profit on it 


was only $9,500, and consequently it was not necessary 


tion in order to justify it. 


a considerable distance south of the lakes (and which 


might be made, doubtless, which, 
rail shipments ‘from St. Louis 
far south as_ Indianapolis, 

prohibit them from Chicago and 


would 


and Northwest. 


SPARKS FROM THE LOCOMOTIVE. 








with different subjects and questions. 
bound for the highest possible care of his safety 


proper time and place, it is bound for ordinary care 


negligence must be proved to charge the company 
Other distinctions of like nature are no less important 
Thus rules somewhat peculiar are growing into recog 


and still more 
expressing them, but, upon the whole, 
sustain this statement of a company’s duty in re 


mischief as are, in the judgment of a jury, propor 
tioned to the danger which the circumstances involve 


of its neighbors against fire. 


that the management cannot comply with the require 


that the company must take ordinary care would no 
be a sufficiently stringent statement. 
recognizes that a railroad is an enterprise 
volving a considerable degree of hazard, 
applies to it a principle that 


| 
| 


in 





Now they have hopes of a profitable season again, 


at 25 cents, would exceed $15,000. At last year's rate 
of flour shipments the loss by a reduction of 5 cents 


that so much grain should be attracted by the reduc- 


If the roads were one in interest, this would be a 
controlling consideration ; but as some of them carry 
very little flour, however great may be the total flour 
movement, they will probably insist on rates low 
enough to permit aconsiderable rail grain movement, 
at least from the Ohio Valley and the other districts at 


consequently get less advantage of low lake rates), 
however iow water rates may be. A summer rate 
permitting large 
and places as 
almost 
Milwaukee ; this 
would suit the Baltimore & Ohio and perhaps the 
Pennsylvania very well ; but the Lake Shore and the 
Michigan Central might object to going without grain 
traffic while the roads further south were carrying it ; 
but as it is roads like the two last named that carry 
most of the flour, and as this is of itself a large busi- 
ness, the higher rate on that might possibly reconcile 
them to the loss of the through grain from the West 


The measure of a company’s duty and liability varies 
This is well 
understood. Thus, toward a passenger a company is 


toward a person rightfully crossing the track, at a 


toward a mere trespasser walking along the track 
where he has no business to be, willful injury or gross 


nition respecting the liability when combustible prop- 
erty near the line of the road is burned by sparks from 
the locomotive. The decisions are not perfectly in 
accord; they vary somewhat in the views adopted 
in the language employed for 
they 


spect to sparks, viz., that the management must take 
such precautions and use such care to avoid doing 


A railroad company is not an insurer of the property 
The law fully recognizes 
that the operation of the road is important to the pub- 
lic welfare, and that to put the standard of duty so 
high and make the burden of respungibility so heavy 


ments and at the same time realize a profit, is not for 
the interest of commerce. On the other hand, to say 


The law 


and 
those who 
use dangerous machinery for their own advantage and 
profit must take percautions against mischief which 
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are proportioned to the peril. Nor is it quite accurate 
to say that the company must take ‘the highest de- 
gree of care,” or ‘‘ every possible precaution ” to avoid 
communicating fire. Such expressions are used of the 
care due toward passengers, but are not quite applic- 
able in favor of adjoining land-owners. There is a 
shade of difference between exercising the highest pos- 
sible care to avoid ordinary dangers, and taking ordi- 
nary care proportioned to dangers of great moment. 
When communicating fire by sparks is in question, the 
measure of duty 1s that the company should exercise 
such diligence as aman of ordinary care and piu- 
dence, owning both the road and the property exposed, 
would take, in view of the peculiar danger, to prevent 
injury. Therule, in any statements of it which are 
possible, is somewhat vague ; practically it leaves the 
question chiefly to the jury. 
Suppose a conflagration near a road is traceable to 
the fact that the engine is not properly built—is not 
equipped with the best spark arresters. This aspect 
was lately discussed in the Railroad Gazette, and re- 
cent cases were stated as showing that the best possible 
equipment is not required; the law is satisfied if the 
company cares for its neighbors’ property as it would 
for its own. 


Suppose the calamity is attributable to mismanage- 
ment or negligence on the part of persons in charge of 
the engine. Where this is clearly the case, there is 
seldom reason for disputing the company’s liability. 
There has, however, been a gocd deal of discussion in 
the courts, and there still is a conflict of opinion 
whether the occurrence of a fire caused by sparks 
raises a presumption of negligence or mismanagement, 
or whether the injured land-owner must ‘put his 
finger” upon the particular carelessness or defect. 
Many, decisions have treated the communication of 
fire as enough to be proved by the plaintiff in the first 
instance : partly because the probabilities are that it 
is attributable to something amiss, and partly because 
the injured property-owner has little means of know- 
ing or investigating the precise causes. In Illinois, 
there is—or was not long ago—a statute making the 
fact that the fire was occasioned by sparks from the 
engine prima facie evidence of negligence ; and lowa 
has hada still stronger law. But such a rule does not 
prevail in all the states ; it has been distinctly repudi- 
ated in Pennsylvania, for instance. 

Suppose the legislature has assumed to prescribe 
precisely what precautions a company shall take, and 
these have been faithfully taken. This aspect of the 
question is illustrated by a very recent English decision. 
As long ago as 1861 and 1865, Parliament saw reason 
to expect that use of locomotives or *‘ traction-engines” 
upon ordinary highways was likely to become com- 
mon, and passed laws embodying careful and detailed 
regulations to prevent these engines doing injury— 
directing the mode of construction and management, 
the signals to be given of an engine’s coming, and 


the like. These laws, however, declared that it 
was not the intention of Parliament to give 
any implied leave of using engines’ which, 


if there were no such statutes, would be objectionable 
as nuisances. Fall drove his traction-engine along a 
highway, past Powell’s farm, and the sparks from. it 
set Powell's hay-rick afire. Fall, when he was sued 
for this, claimed that his engine was built and operated 
in full conformity to the acts of Parliament, and that 
there had been no negligence or fault on the part of 
the hands in charge. He therefore contended that 
Powell must bear the loss of the hay as an accident. 
But the Judge, and the Court of Appeal, decided 
against him. They said that the laws did not 
bestow any right or enlarge any right to run 
these dangerous machines in the public roads 
The doctrine of the law is that if one for 
his own advantage or profit operates a dangerous 
engine on the highway, he may be required to pay 
damages for an injury done by it. If the profit he 
obtains from using it is not enough to enable him to 
pay for damage done, the engine may as well be sup- 
pressed. The effect of laws prescribing particular 
precautions is to oblige the owners of engines to use 
those precise precautions, in addition, it may be, to 
others needful : not to give them implied leave, on do- 
ing what the statute directs, to run the engine without 
regard to consequences. .This reasoning is not per- 
fectly applicable to railroad companies, for they do 
| not run on a highway, and are not quite at liberty to 
stop running when profits are inadequate; but there is 
good reason for saying that the rule, in its substance, 
applies to a railroad. Taking precautions suggested 
by a statute does not absolve from taking others which 
a jury may say were prudent and proper under ‘the 
circumstances, 

Suppose the sparks kindle a fire in one spot, and fire 
spreads from this to more distant places where property 
is consumed. This has happened in a variety of cases, 


. 
. 
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and has given rise to perplexing questions. Some- 
times the sparks from the engine kindle dry grass and 
weeds upon the road-bed, and this fire, being neglected, 
spreads to a neighboring field. Sometimes fire is first 
kindled in a field adjoining a road, and spreads con- 
tinuously into and over another. Sometimes a build- 
ing near the road is set afire and there is no continuous 
spread of the flames, but sparks from this building fly to 
buildings at a distance and set fire to them. Much space 
would be needed to indicate the distinctions which 
have been argued 1n these various cases. The general 
principle is that the company, ii liable at all, is liable 
for the natural consequences ; for the direct and, as it 
were, necessary spread of the fire toa second and third 
spot. But it is not liable for an injury, which indeed 
could not have arisen if no fire at all had occurred, but 
which is chiefly attributable to intervention of new 
causes, which the company had no reason to anticipate 
and could not control. How to apply this principle is 
a question for the sound judgment of a jury, in view 
of the particular circumstances. 

Suppose that a company sued for fire set by sparks 
retorts with the charge that the owner of the property 
burned was himself negligent. This is a good defense, 
but it is not carried so far as to require that an owner 
of land contiguous to a railroad shall keep the falling 
leaves all the time swept up, or shall gather in all dry 
grass or grain accumulating pear the road, or set his 
barns or other buildings ata great distance from the 
track. He hasthe right to cultivate and use his land 
in the manner customary among farmers, or to build 
upon it in all reasonable and useful sites. The respon- 
sibility of avoiding danger is chiefly upon the coi- 
pany, not upon the land owner. The contributive 
negligence which willdefeat a suit for shedding sparks 
from the locomotive is, usually, some spevific want of 
care in the management of the property injured. This 
is well illustrated by a singular case lately reported 
from Tennessee, involving distribution of liability be- 
tween two connecting companies. <A large load of 
cotton was carried upon open freight cars of the 
Western & Atlantic Company to Chattanooga, the in- 
tention being that it should there be turned 
over to the Nashville & Chattanooga Company 
(which connects at Chattanooga with the Western 
& Atlantic Company). At Chattanooga there was 
a bit of track called the Y, owned by the 
Nashville & Chattanooga Company, but maintained 
for the common use of all the roads terminating at 
Chattanooga, in transferring freight from one road to 
another. The freight cars of the Western & Atlantic 
road, containing the unfortunate cotton, were trundled 
upon the Y, to stand there until the proper train of the 
Nashville & Chattanooga road should arrive and take 
it. These cars were open and the cotton was un- 
covered. An intermediate train of the Nashville & 
Chattanooga road passed, and sparks from its loco- 
motive set the cotton afire. Forty-one bales were 
burned. On the question which company should bear 
this loss, the Court said that it must be made good by 
the Western & Atlantic road—the company which had 
brought the cotton to Chattanooga. For the servants 
of that company to leave the cotton uncovered, on a 
flat car, exposed to sparks from engines passing in close 
proximity, was gross negligence ; and as this negli- 
gence had clearly contributed to the loss, inquiry 
whether the managers of the moving train were in 
fault in not preventing the sparks was unnecessary. 








Trunk Line Earnings Since September. 


New York Central earnings are again reported, and 
this time for each of the first six months of the fiscal 
year, showing a great decrease in January and March 
from last year’s gross earnings, but for the half year 
very little change (an increase of $30,252, which is not 
one-fifth of 1 per cent.). We are now able to compare 
the monthly earnings of the road for these six months 
for three years past, as follows: 























1873-79. 1879. 59. 188C-81. 
October ...... . , 898,58 $3,095,198 
November...... 2,567,318 2. 25 8,047,541 
December...... 2,237,265 2,846,216 2,333,403 
January.. .... 2,024,812 2,504,613 2,4 4,713 
February...... 2,210,304 2,317,231 2,203,463 
March.... ...00. 2,474,392 2,551,835 2,668,250 
Total....... $14,285,295 $16,312,316 $16,542,568 Ine. $30,252 


Thus though there has been scarcely any gain in 
gross earnings this year over last (and doubtless a 
large decrease in net earnings), there is a gain of not 
less than $2,057,273, or 1415 per cent., over the earnings 
of the corresponding half year in 1878-79. The earn- 
ings this year have been made with lower rates on the 
east-bound through freight—the heaviest traftic—and 
probably the freight earnings were considerably lighter 
this year and the passenger earnings heavier, though 
snow and cold weather are unfavorable to a heavy 
passenger traffic, and as the tributaries of this road 
are much more liable to blockade than those of the 
Pennsylvania and the Baltimore & Ohio, it is probable 





that these latter have received more than their usual 
share of the through passenger traftic this winter. The 
earnings of the first half were a trifle more than 
50 per cent. of those of the whole year in 1878-79, 
and were more than 49 per cent. of them in 
1879-80. These precedents therefore indicate that the 
gross earnings of this fiscal year will be about 
$33,000,000, or about the same as last year. Of course, 
we cannot be sure that for the next six months the 
traffic and rates will be as good as last year: but the 
signs of good traffic are favorable. There will probably 
be more passenger traffic, more local freight traffic and 
more west-bound through traftic. As for the east- 
bound through traffic, {the largest of all, the prospect 
is fair that it will be as large.as last year until after 
harvest, or say until August, and perhaps much larger, 
with rates the same or a little lower: the harvest and 
the foreign demand for grain will have so much to do 
with these rates after July that we cannot guess what 
they will be or how large the traffic will be after July: 
but then there are only two months after July in the 
fiscal year. 

The earnings of this road have varied more from 
those of last year from month to month than those of 
the other two trunk lines that report, as will be seen 
below, where the amounts and percentages of increase 
and decrease this year as compared with last are given 
for each of the five months for which they have re- 
ported: 

New York Cen. Erie. 


Pennsylvania. 
Amount. P.c. Amount. P.c. 


Amount P.¢. 


Oct....I. $196,612 6.8 I. $186,212 10.9 I $364,570 10.4 
Nov....I. 245,706 88 I. 281,503 18.6 I 442.916 14.1 
Dec....D. 12.813 0.5 I 328,543 23.4 I 93,903 2.7 
Jan....D. 188.900 7.3 I. 147,056 11.3 1 105,664 3.4 
Feb....D. 23,768 1.0 IL 173,548 13.8 I 151,018 5.1 


Total .I. $30,252 0.2 I. $1,116,863 1.5 I. $1,158,071 68 

The New York Central, it should be said, worked 
both this year and last 1,019 miles of road: the Erie 
worked 1,(091g miles this year against 941 last; the 
Pennsylvania 1,902 this year and 1,872 last. The addi 
tions of road cannot in any case have caused more 
than a small part of the additions to earnings. 

It appears from this that the New York Central is 
the only road of the three that has not made some 
increase of earnings every month of the six. In De- 
cember, when it had a trifling decrease, the increase 
of the Pennsylvania was slight, it is true; but the Erie 
had its largest increase then. In January, when the 
Central lost largely, the Pennsylvania’s increase was 
small, but the Erie’s was considerable. 

The New York Central charges, we understand, that 
the irregularities in rates since last September down to 
a very recent period were made wholly in the interest 
of its rivals, and chiefly in the Erie’s favor; and the 
above figures, as far as they go,tend to confirm its 
charge. But we shall know better when we get the 
Pennsylvania and Erie earnings for March, in which 
month the Central’s decrease was largest, and when 
the Erie had a very unusually large proportion of the 
grain shipments to New York. The irregularities 
which were to be remedied by the agreement of March 
11 had become extensive at that time; and although 
all the lines but one claim, we believe, not to have 
taken any new business after that date at less than 
regular rates until the outbreak week before last, 
there were contracts outstanding, which now it seems 
must have covered a great deal of freight. 
A decrease from last year in March is _ not 
at- all surprising, for the March business was 
extraordinarily heavy last year ; kut if the decrease in 
the Central is made in the face of an increase on the 
other roads, the indications that it has suffered by un- 
fair competition will be strengthened. This, however, 
is not enough to make out a case, by any means ; and 
we do not know as it is now very important to make 
out a case, unless the results of the past few months 
should be set up asa basis for a division of traftic 
hereafter: only, it may serve to explain why the New 
York Central’s earnings were decreasing at atime 
when those of its competitors were increasing. 


“Discriminating Rates” in England. 





The British Parliamentary investigation of railroad rates 
has already developed some facts that are of interest in this 
country if not in England. The first witness was a Professor 
Hunter, a lawyer, and the retained agent of an English 
‘*Farmer’s Alliance,” who had written a series of letters to 
the Mark Lane Express, the great English authority on the 
grain markets as «vellas grain production, which articles 
seem to have had much to do with the appointment of the Par 
liamentary committee. Professor Hunter, however, did 
not give testimony of much value—at least it has little inter- 
est here. He charged that in several cases railroads had 
charged more than the-rates prescribed in their charters as 
the maximum legal charges, specifying manure and hops as 
articles on which such overcharges had been made. He 
also spoke of the rateson milk, and argued that, though 
carried on passenger trains, the rates should be governed by 
those established in the charters for freight. It appeared 
that one company carried milk to London from a station 70 





miles distant or from any intermediate station at the uni 
form rate of a penny a gallon, and some complained because 
the charge was as high for six as for seventy miles. Profes 
sor Hunter had many suggestions to make as to what ought 
to be done, many of which showed that he knows very little 
about the circumstances that affect railroad rates. Among 
other things he referred to our state railroad commissions, 
and thought something like them would be a good thing for 
Great Britain. 

A farmer from Darlington complained because the rates 
charged for carrying foreign cattle and produce were much 
lower than those on English cattle and produce. From 
Newcastle to Manchester the charge for carrying a 
small car was £2 4s. 83d. for foreign, and £3 7s. for 
English cattle ; £2 4s. for foreign and £2 15s, for English 
sheep. From Newcastle to Wakefield there was a greater 
difference, foreign cattle being charged £1 11s. and English 
cattle £1 1s. (70 per cent.) more. For barley from West 
Hartlepool to Mirfield 10s. a ton was charged for foreign 
and 18s, 4d. for English. This is as if the New York 
Central should charge 20 cents per i00 Ibs. for Canadian 
barley from Buffalo to Albany, and 37 cents for American. 

It is easy to see why such differences are made in England! 
No part of the country is distant: from a seaport. If the 
railroads do not give the very low rates they do on imports 
by way of Newcastle, doubtless the imports would be just as 
great, only they would come by another port, and be car- 
ried by another railroad. This affects Liverpool-London 
rates particularly. If the railroads do not accept on flour, 
provisions, cheese, etc., arriving at Liverpvol rates that leave 
them but the slightest margin above cost, they would not get 
any of the imports that are consumed in London, for they 
would all be carried by the steamers that sail diréct to Lon - 
don. Doubtless there as here, and very likely even toa 
greater extent than here, the British roads have to carry a 
large amount of traffic at rates which yield so slight a profit 
that if no more was earned by their other traffic the roads 
would not yield 1 per cent. on their cost. 

This is indicated further by the testimony of a manufac- 
turer of woolen goods at Bradford. The burden of his com- 
plaint was that the rates to and from Bradford are so much 
higher than the rates to and from Manchester, the distance 
to London being 191 miles from Manchester, and 200 from 
Bradford. The rates between Manchester and London, 
these being great traffic centres with competing railroad 
lines, have special interest to us in this country. 

It appeared from the testimony that woolen goods from 
Manchester to London are charged 25s, per ton, if intended 


for export, and 40s. per ton if the goods are for the home 


trade. These rates are 263¢ and 43 cents per 100 Ibs., 
respectively, for goods carried 191 miles. In this countiy 
the charge for carrying the highest class of goods five 
times as far (New York to Chicage), is 75 cents per 100 
Ibs. The export rate from Bradford to London, 200 
miles, is 35s. per ton, against 25s. from Man- 
chester. This witness also complained of the rates on 
wool, which were higher for domestic wool carried for 
domestic manufacture than for the same wool carried 
further for export. From Winchester to Bradford the rate 
on wool is 49s. 2d. per ton: but from Winchester to Liver- 
pool (about as far) only 36s. Sd., if for export. Winchester 
is only a few miles from the sea, on the south coast of 
England, and, of course, if rates were not made to suit on 
export wool to Liverpool, it would all go to Southampton, 
not 20 miles, and be exported thence. It also appeared from 
this witness’ testimony that the railroads charge one-half 
more for carrying a ton of wool from London to Manchester 
than for carrying a ton of woolen goods for export from 
Manchester to London. 

A witness from Liverpool (whose enormous export busi- 
ness largely depends upon the specially low rates made for 
carrying its receipts to the interior) complained of excessive 
railroad charges, both to and from that city. He said that 
the railroads had termini at other ports on the Irish Sea 
where they had secured docks of their own and at which 
they had established steamer lines to Irish and other ports, 
and that by their rates they favored unduly the ports in 
which they were interested. He complained that the rates 
per mile were lower to these ports than to Liverpool. The 
Australian wvol twenty years ago came to Liverpool ; 
now it goes toLondon. The witness acknowledged, how- 
ever, that Liverpool competition by sea had destroyed a 
greut deal of traffic that formerly went partly by land and 
partly by sea.from other ports. Cross-examination showed 
that the Liverpool port charges are exceptionally bigh— 
about 6s. a ton, apparently. Other testimony was given to 
show that Liverpool had lost in China, East India and Aus- 
tralian trade, and it was charged to unfavorable rates on 
the railroads, but no specific rates that caused such diversion 
of trade are given in the report. 

The Mayor of Blackburn, a centre of cotton manufactures, 
complained that the railroads raised their rates 10 per cent. 
in 1872, giving as the reason the higher prices of coal and 
labor. Since then coal has gone down from 16s. to 8s. per 


ton, but the railroads have not reduced their rates. The 


Blackburn people complained because the roads charged less 
for carrying wheat, flour or coal than for cotton and manu- 
factured goods! For the same distance the rate was 4s. 8d. 
on coal, 83. 4d. on flour, and 11s. 1d. on cotton. 

It appears from this that in England the railroads do 
what they do here and everywhere else wh2re they are per- 
mitted to be worked rationaily. and that they are called to 
account, as they are elsewhere, for practices which are in- 
dispensable to the public welfare as well as their own. We 
call attention particularly to the evidence with regard to 
export rates. These are the same in nature, though much 
greater in amount, as the rebate on “export grain paid at 
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Boston and Baltimore, and which it is vary lixely some time 
will have to be extended to New York. lt is 
altogether unreasonable that when the railroads are 
compellel by foreign competition to make so low a 
rate on grain that their profis is but a cnt or two per 100 
lbs. from Chicago to New York, they should on that account 
accept the same rate on the 100,009,009 bushels or so that 
they bring to the East for domestic consamption. The dif- 
ference is precisely the same in nature as that between 
through and local rates, and should Russia become pro- 
ductive and slightly improve its transportation, it may very 
likely be necessary to abandon carrying for export entirely 
—which would be a terrible shock to Western agriculture— 
or make a special rate on the export business, 








Record of. New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Texas & Pacific.—Extended from Sweetwater, Tex., west 
to Colorado City, 29 miles. 

New Orleans Pacific.—Tr ck laid from Sbreveport, Tex., 
southeast 7 miles. 

Vernon, Greensbury d& Rushville.-—Extended from Brew- 
ersville, Ind., southwest to North Vernon, 5 miles. 

This is a total of 41 miles of new roilroad, making 819 
miles reported thus far this year, against 996 miles at the 
corresponding period in 1880, #Y1t miles in 1879, 267 miles in 
1878, and 267 miles in 1577. 


EXTORTIONATE RAILROAD RatES are complamed of by 
some of our countrymen, and Juige Black s3t ous to show 
that the country was robbed of some $225,000,090 a year 
by excessive charges on grain alone. But meanwhile we 
have been increasing our exports of grain at an astonishing 
rate, and countries five to six thousand miles away 
from our Northwestern wheat fields are astonished 
to find that they are driven out of European markets, 500 
to 1,000 mil s from them, by the competition of ou> Upper 
Mississippi Valley states, which are 4,000 miles or more 
from those markets, or by that of our Pacific coast, which 
is more than 10,000 miles away. With oae accord they say 
that our Northwestern states can compete with them only 
by reason of the unequalled cheapness of transportation 
in this country. They profess that they are unable to under- 
stand bow it is possibie for American railroads to carry 
grain 1,000 to 1.500 miles hy rail to a seaport at rates that 
will leave the farmer enough to pay the cost of production. 
One of the countries suffering most from our competition is 
Hungary, whic! has long been famous rot only for the quan- 
tity but still more for the quality of the wheat which it pro- 
duced on its fertile plains, which, in many 1espects, resemble 
our praiiies. Continental Europe was largely supplied (and 
stillis) with ficur from Huugary. But American competition 
has greatly diminished the profit of wheat-zgrowing and mill- 
ing there. On examination, it was found that the money 
which in this country paid for carrying a car load of grain 
or flour from Chicago to New York, in Europe 
would pay for carryiug only as far as from 
Buffalo to New York. To ascertain how it is 
that our railroads can afford to carry so cheaply, the Hun- 
garian government has sent to this country an engineer who 
is now here studying the matter. If the Anti-Monopoly 
League would kindly supply him with its publications, in- 
cluding Judge Black’s letter, he might be somewbat puzzled 
to find that itis not the cheapness but the dearness of rail- 
road trensportation that exercises men’s minds here. 


* THE RAILROAD FROBLEM,” and the difficulty of making 
the public understand why railroads are compelled to vary 
their rates as they do the world over under different circum- 
stances, seem to be nearly the same everywhere. Germany 
has always been investigating ; Italy has just finished an in- 
vestigation tbat lasted some years; France has been having 
reports and dccuments without end for a year or two ; Eag™ 
land bas just begun an investigation of rates alone that will 
doubtless make a big (and a very valuable) blue book : and a 
Russian investigating committee has collected a small library 
of testimony largely concerning the same subject. In Russia, 
if anywhere, we would suppose that railroad questions 
would be unlike ours and little likely to receive light from our 
experience. But that these questions are toa very great 
extent general, and not national, we learn from 
a letter recently received by Mr. Albert Fink from Mr. John 
Adodouroff, Ckairman of the Second Union of Rus- 
sian Railroads (apparently a sort of Russian ‘ Joint Execu- 
tive Committee”), who writes from Moscow: *‘ During 20 
years that I have beev engaged in railroad business in my 
country, and listening to the same claims of an ignorant 
public as you do, I have never felt such pleasure as I did in 
reading your investigation of the cost of railroad transporta- 
tion and governmental regulation of railroad traftic, and 
your speeches on the railroad problem and its sotution. All 
attempts of the best heads of our railroad managers to solve 
the most complicated parts of the railroad problem are 
brought to perfection in these pamphlets.” Mr. Adodouroff 
says that the Russian railroads are engaged in plans for the 
establishment of a clearing-nouse, for the regulation of rates 
through railroad unions, aud for the preparation and publi- 
cation of railroad statistics. 

General QRailroad 





MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows: 
Lake Shore & Michigan Southern, annual meeting, at the 
office in Cleveland, O., May 4. 








a Central, annual meeting, at the office in Detroit, 
Micb., May 5.- 

Missouri, Kansas & Texas, special meeting, in Parsons, 
Kan., May 18. 

Georgia, annual convention, in Augusta, Ga., May 11. 

Hanover Junction, Hanover & Gettysburg, arcnual meet- 
ing, in Hanover, Pa., May 9. 

Chicago & Northwestern, annual meeting, at the office in 
Chicago, June 2, Transfer books close April 30, 


Dividends. 


Dividends have been declared as follows : 

Panama, 5 per cent , quarterly, payable May 2. A year 
and a half ago this company increased its regular dividend 
from 3 to 4 per cent., it now increases from 4 to 5 per cent. 

Wabash, St. Louis & Pacific, 113 per cent., quarterly, on 
= —— stock: payable May 10. Transfer books close 

pril 25, 

Boston & Providence, 4 per cent., semi-annual, payable 
April 30, 


Southern Time Convention. 


The Southern Time Convention met in New York, April 
20, with a full attendance. Mr. H. F. Kenny, of the Phila- 
delphia, Wilmington & Baltimore, presided, and Mr. W. F. 
Allen, of the Official Guide, was Secretary. : 

After some discussion it was resolved to adopt the through 
schedules in force last fall, with such modifications as might 
be decided on by each line for its local trains. Changes are 
to take effect May 15. 


Baltimore & Ohio Railroad Employes’ Relief 
Association. 


The Committee of Management of the Baltimore & Ohio 
Railroad ee Relief Association met at the company’s 
Queen City Hotel, in Cumberland, April 15. There were 
present Messrs, Wm. Clements, Chairman; J. C. Davis, Ar- 
thur Sinsel, Andrew Anderson, W Harrison, Wm. 
Franklin and David Lee. The Secretary, Dr. W. T. Bar- 
nard, presented statements showing the detailed operations 
of the society for the first eight months of its existence, ter- 
minating Dec, 31, 1880, and aiso for the first quarter of 1881. 
Notwithstanding the heavy demands upon the society, 
oveasioned by the extreme severity of the past winter, the 
commiitee of management felt warranted in doubling the 
payments, on account of natural death to its 1880 members, 
to take effect May 1 proximo, thus guaranteeing, without 
addition to the present premium paid, to the family of a 
member iusured for $500, the sum of $1,000, and to others 
in the same proportion in tie event of death from natural 
causes. The annual report of the Secretary, which showed 
the society to be in a most satisfactory condition, was read 
and ordered published in pamphlet form. The usefulness of 
the society has been so thoroughly demonstrated that but 
few of the company’s empioyés are now outside ctf its relief 
orgenization, it having an enrolled membership of nearly 
14,000. 


Western Association General Passenger & Ticket 
Agents. 


A called meeting of this Association was held in Chicago, 
April 14, at whicn the following companies were repre- 
sented: 

Atchison, Topeka & Santa Fe; Baltimore & Ohio; Canada 
Southern; Central lowa: Chicago & Alton; Chicago, Burling- 
ton & Quincy : Chicago & Eastern Iilinois; Chicago, Milwaukee 
& St. Paul; Chicago & Northwestern: Chicago, Rock Island & 
Pacific; Cincinya i, Hamilton & Dayton: Cincinnati, San- 
dusky & Cleveland; Cieveland, Columbus, Cincinnati & Jn- 
dianapolis; Columbus & Toledo and Columbus & Hocking 
Valiey ; New York Central & Hudson River; New 
York, Lake Erie & Western; Boston & Albany; Fitch- 
burg; Danville & Southwestern ; Pennsylvania; Evans- 
ville & Terre Haute: Grand Rapids & Indiana; Grand 
Trunk ; Green Bay & Mirnesota ; Han: ibal & St. Joseph : 
Ilinois Central ; Indiana, Bloomington & Western ; Indian- 
apolis, Decatur & Springfield; Indianapolis, Peru & 
Chicago ; Indianapolis & St. Louis : Kansas City, St. Joseph 
& Cou rcil Bluffs; Kansas City, Fort Scott & Galf; Kansas 
City, Lawreuce & Southern; Keokuk & St. Louis Line ; 
Lake Erie & Western; Lake Shore & Michigan Southern ; 
Marietta & Cinciunati : Michigan Central ; Missouri Pacific ; 
Pennsylvania Company ; Pittsburgh, Cincinnati & St. Louis; 
St. Louis, Iron Mountain & Southern: St. Louis & San 
Francisco ; Vandalia ; Union Pacific ; Wabash, St. Louis & 
Pacific; Wisconsin Central. 

Mr. James R. Wood presided, and Mr. George H. Daniels 
acted as Secretary. 

The latter g: ntieman read the call for the meeting, where- 
upon a committee was appointed to invite the representa- 
tives of the trunk lines not at the meeting to attend and 
take part in the proceedings. The committee retired and 
brought in the following gentlemen: Messrs. L. M. Cole, 
General Ticket Agent Baltimore & Ohio; J. N. Abbott, Gen- 
eral Passenger Agent New York, Lake Erie & Western: 
S. T. Stanley, Western Passenger Agent Erie; E. Gallup, 
General Passenger Agent Boston & Albany; C. B. Meeker, 
General Passenger Agent New York Central: F. D. Hensner, 
Western Passenger Agent New York Central, and 8. W. 
Cummings, General Passenger Agent Fitchburg. 

On motion, a vote of thanks was tendered to the general 
passenger agents of the Eastern Trunk lines for their recent 
action in confirming the sale of emigrant tickets to the sea- 
board cities and to foreign emigrants. 

The following was then offered : 

* That from and after May 15, 1881, there sball be but 
two classes of tickets, viz.: first and second class from all 
points east of Chicago and St. Louis, except_ from seaboard 
points, to all points west of Chicago and St. Louis.” 

This resolution was lost. 

The following was adopted: 

“That this Association proceed to take the necessai-y steps 
to carry out the resolution of the National Association pro- 
viding for but two classes of tickets from interior points to 
all points for which but two classes of accommodations are 
furnished.” 


A resolution was offered by Dr. Stennett, and unanimously 
carried, to the effect that from and after May 1, 1881, all 
third-class and emigrant tickets, except those sold at actual 
seaboard points, to actual ship emigrants, shall be withdrawn 
from sale and from all interior points first and second class 
tickets only shall be sold, and first and second-class rates only 
shall be quoted, except to points westof the western bounda- 
r.es of Nebraska and Kansas. Lowerrates may be made by 
adding the established second-class rates up to the Missouri 
River to the rates quoted westward from tre Missouri River 
to the points beyond the boundaries above named. 

It was als> resolved that tickets to points west of the 
western boundaries of Nebraska and Kansas be made upon 
second-class coupons to the Missouri River, and vbird-class 
coupons west thereof, 

It was decided to use the present tickets until the new ones 
can be printed, provided that they are sold at the new sec- 
ond class or mixed rates. 

An adjournment was then had until next April 19, at In- 





dianapolis, for the purpose of readjusting the rate sheet. 


ELECTIONS AND APPOINTMENTS. 


Atlantic & Pacific.—Mr. B. W. Angell has been appointed 
Superintendent of the Western Division, now under con- 
— He has been for some time on the Eastern Rail- 
road, 


Burlington & Lamoille.—At the annual meeting in 
Burlington, Vt., April 18, the following directors were 
chosen : Lawrence Barnes, Waldo Brigham, H. M. Field, 
Wm. P. Hatch, George W. Hendee, D. C. Linsley, George 
L. Linsley, Morrill Noyes, Nathaniel Parker, Cyrus M. 
~ aay eee L. F. Terrill, Josiah Tuttle, H. F. Wetherby. 
The Board elected Wm. B. Hatch President; Nathaniel 
Parker, Vice-President; Edward W. Peck, Clerk and 
Treasurer; D. C. Linsley, General Manager. 


Cincinnati Northern.—Mr. C. W. Bradley has been ap- 
pointed Manager, in place of W. V. McCracken, resigned. 
Mr. Bradley was formerly connected with the Wabash 
road, 


Cincinnati, Wabash & Michigan.—At tbe aunual meet- 
ing, April 13, the following directors were chosen ; A. G. 
Wells, Marion, Ind.; C. Cowgill, Wabash, Ind.; J. H. 
Defrees, Goshen, Ind.: Norman Beckley, Elkhart, Ind.; 
Ww. Bingham, W. 8. Jones, C. P. Leland, H. B. Payne, J. 
H. Wade, Cleveland, O. The board re-elected J. H. Wade, 
| President; Wm. Binz 1am, Vice President; Norman Beckley, 
| General Manager; W. S. Jones, Secretary and Treasurer. 


Columbus & Toledo.—At the annual meeting in Colum- 
| bns, April 13, the following directors were chosen: M. M. 
| Greene. Wm. G. Deshler, David 8. Gray, E. L. Hiaman, 
| Isaac Eberly, P. W. Huntington, Orland Smith, Columbus, 
|O; J. H. Vendeman, Delaware, O.; A. H. Kling, Marion, 
O.; McD. M. Carey, Crawford, O.; Samuel M. Young, A. 
L. Backus, H. 8. Walbridge, Toledo, O. The only new 
director is Orland Smith, General Superintendent of the 
road, who succeeds John Greenleaf. 


Coney Island & Brooklyn Elevated.—Mr. J. L. Morrow 
has been appointed General Superintendent. He was for- 
merly Master of Transportation on the Long Island road, 
and — been lately on the Chicago Division of the Baltimore 
& Obiov. 


Corpus Christi, San Diego & Rio Grande.—At the annual 
meeting in Corpus Christi, Tex., April 20, the following 
were chosen: President, Charles P. Hinchman; Vice-Presi- 
dent, John Pratt; directors, George W. Ristine, W. E. 
Thurber, A. C. Hunt, W. A. Harris, F. W. Baldwin, M. M. 
Reynolds, M. Kennedy, R. King, George Reynolds, J. 8S. 
McUampbell, W. W. Hungerford: Secretary and Treasurer, 
James W. W. Ward; General Superiutend>nt, W. W. Hun- 
gerford. The road is now owned by the Mexican National 
Construction Company. 


Flint & Pere Marquette.—Mr. W. J. Smith has been ap- 
pointed Traveling Passenger Agent, in place of John Fran- 
cis, resigned. 





Goshen d& Deckertown.—This company has re-electe1 J. 
K. Houston President; George W. Murray, Secretary aud 
Treasurer. The road is worked by the New York, Lake 
Erie & Western. 


Indianapolis & Loygansport.—The officers of this new 
company are: President, Addison Bybee: Vice-President, 
Charles Kahlo ; General Manager, 8S. N. Yeomans. 


Indianapolis, New Castle d& Columbus.—The directors of 
this new company are: Henry Sales, Bar Harbor, Me.; H. 
H. Hunnewe'l, Jobn M. Forbes, Charies H. Tarleton, Eiijah 
Smith, George H. Mansfield, Boston; R. G. Rolston, E. L. 
Frank. John Jacob Astor, George F. Tallman, Moses Taylor, 
New York. 

Joint Executive Committee.—Mr. C. W. Bullen, late Gene- 
ral Freizht and Ticket Agent of the Rhisebeck & Connec 
ticut Railroad, succeeds Mr. C. H. Crosby as Assistant 
Secretary. 


Lodi, Montezuma & Terre Haute.—The directors of this 
new company are: Thomas F. Davidson, H. A. Frey, A. 
Gish, Lewis Hames, Henry LaTourette, Homer Seward. 
Office at Lodi, Parke County, Indiana. 


Manhattan.—The board has elected Robert Gallaway 
President, in place of W. R. Garrison, resigned. 

Mr. Alfred P. Boller has been appointed Caief Engineer in 
place of James E. Shunk, resigned. Mr. Boller is an engi- 
neer of wide experience, especially in bridge construction. 


Mexican National.—The officers of the Mexican National 
Construction Company, which is building the Mexican Na- 
tional Railway (known generally as the Palmer-Sullivan 
concession) are : President, Walter Hinchman; ‘Treasurer, 
Wm. M. Spackman; Ass stant ‘Treasurer, John Dougherty ; 
Secretary, W. W. Nevin; General Manager, G. Clinton 
Gardner; Purchasing Agent, A. R. Roberts. Offices at No. 
17 Cortlandt street, New York. 

Mr. G. Clinton Gardner is also General Manager of the 
Mexican National Railroad, which the construction company 
is building, and has issued the following order: 

“Chief Engineer W. C. Wetherill will take personal 
charge of a)l surveys and construction work south of and 
including Zacatecas and San Luis Potosi, reporting cirect 
to this office, and will at all times keep General Arent James 
Sullivan. at Mexico, fully advised of the progress of the 
work. The Southern General Division will be sub-divided 
into five divisions + 

* The Toluca Division, from Mexico to Toluca : the Acam- 
baro Division, from Toluca to Acambaro, Salamanca and 
Celaya ; the Zacatecas Division, from Celaya and Salamanca 
north ; the Morelia Division, from Acambaro to Patzcuaro, 
or beyond and westward ; the Colima Division, from Man- 
zanillo to Colima, and north and eastward. 

* Principal Assistant Engineer E. Miller will take personal 
charge of all surveys and construction work north of San 
Luis Potosi, reporting direct to this office, and will at all 
times keep Manager A. C. Hunt, at Laredo, fully advised of 
the progress of the work. 

‘*The Accounting Department in the field for the Southern 
Division will be in charge of Cashier George 8S. Jones, who 
will report direct to the Treasurer in New York city, and at 
all times keep General Agent James Sullivan, at Mexico, 
fwily advised. 

‘The Accounting Department of the Northern Division 
will be in charge ot Cashier W. B. Thatcher, who will report 
direct to the Treasurer in New York city, keeping A. C. 
Hunt, Manager of Construction, fully advised.” 


Midland, of New Jersey.—Mr. W.S. Dunn has been chosen 
second Vice-President, a new office. 

Mr. J. I. Demarest has been appointed General Freight 
and Passenger Agent, m place of i. C. Anderson, who has 
gone to the New York, Ontario & Western. 


Minneapolis & St. Lowis.—Mr. C. H. Hu ison has been ap- 

ointed General Manager, in place of Mr. C. F. Hatch. Mr. 
Baden was formerly on the Chicago, Burlington & Quincy, 
and for some time past has been Superimtendent of the 
Trans-Ohio lines of the Baltimore & Obio, 
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New Haven & Nort hampton.—Messrs. George H. Watrvuus, 
Wm. D. Bishop and Charles M. Pond -have been chosen 
directors to fill vacancies made by resignation. They repre- 
sent the New York, New Haven & Hartford interest. 


New York Central & Hudson River.—The following cir- 


cular from President Vanderbilt is dated New York, April | 


15: ; 

“Mr. James Tillinghast, General Superintendent of the 
company’s lines west of Albany and Troy, has been ap- 
pointed “Assistant to the President, and will perform such 
duties for that office as may from time to time be assigned 
to him, and his orders in connection therewith will be duly 
respected. Office at Grand Central Depot, New York. 

‘‘Mr. John M. Toucey, General Superintendent of the 
lines south of Albany and Troy, has been appointed General 
Superintendent of the entire muin line, together with all 
branches operated in connection therewith, including the 
Harlem Division. All communications to be addressed to 
him at Grand Central Depot. New Yurk. 

‘Mr. William Buchanan. Superintendent of Motive Power 
of the Hudson River and Harlem Divisions, has been ap- 

inted ee of Motive Power of the entire main 
ine, together with all branches operated in connection 
therewith, including the Harlem Division. Office at Grand 
Central Depot, New York. 

“Mr. C. M. Bissell, Superintendent of the Harlem Divi- 
sion, has been appointed Superintendent of both the Hudson 
River and Harlem Divisions. Office, as now, at Grand Cen- 
tral Depot, New York.” 

The company has now for the first time a General Super- 
intendent and a Superintendent of Motive Power having 
charge of the entire line. 


New York & New England Express.—Mr. @. H. Crosby, 
who for a year past has been with Mr. Fink as Assistant 
Secretary of the Joint Executive Committee, and for some 

ears before was General Freight Agent of the St. Louis & 

outheastern road, has aoeapeel an appointment as Manager 
of this new express company. 


Ohio & Mississippi.—Mr. Robert 8. Brown is appointed 
General Agent at Louisville, Ky., in place of C. B. Chap- 
man, deceased. 


Pennsylvania.—Mr. J. L. Scobell has been appointed Train- 
Master of the Western Division, Philadelphia & Erie Division, 
in place of J. D. Disbrow, resigned. Mr. Scobell has for sev- 
eral years been Chief Operator. 


Pensacola_& Atlantic.—This company was organized at 
Peusacola, Fla., April 11, by the election of the following 
directors: W. D. Chipley, F. de Funiak, W. F. McCormick. 
G. A. Stanley, T. T. Wright. The board elected W. D. 
Chipley President; P. K. Yonge, Secretary and Treasurer. 
Three of the directors are connected with the Louisville & 
Nashville. 


Peoria, Decatur & Evansville—Mr. B. B. Anderson has 
been appointed General Passenger Agent. Mr. L. M. Rupert 
continues General Ticket Agent. 


Pittsburgh Southern, of West Viryinia.—This com ary 
has been organized with the following directors: T. 3. 
Swearingen, Wheeling, W. Va.; James H. Ho kins, W. E. 
McCandless, James McCabe, Pittsburgh: J. W. Rowland, 
Philadelphia. The board elected James McCabe Presidens: 
J. W. Rowland, Secretary. . 


St. Paul, Minneapolis & Manitoba.—Mr. Allen Manvel bas 
accepted the position of Assistant General Manager, with 
office in St. Paul, Minn. Mr. Manvel has been on the 
Chicago, Rock Island & Pacific road 22 years, serving as 
clerk, Paymaster, Purchasing Agent, Division Superin- 
tendent and Assistant General Superintendent. 


Stockton d& Amador.—The officers of this new company 
are: E. S. Holden, President; F. T. Baldwin, Vice-President: 
B. K. Reid, Secretary; E. R. Stockwell, Treasurer. Office 
at Stockton, Cal. 


Texas-Mexican.—Mr. G. Clinton Gardner is General Man- 
ager of this road, which is the Texas Division of the Mexi- 
can National, and includes the Corpus Christi, San Diego 
& Rio Grande. 

Mr. Gardner has recently issued the following order: 

“Superintendent W. W. Hungerford will take personal 
charge of all construction work between Corpus Christi and 
Laredo, reporting direct to this office, and will at all times 
keep Manager A C. Hunt, at Laredo, fully advised of the 
progress of the work. The Southern Division will be from 
Corpus Christi to Laredo, and will be operated under the 
direction of Superintendent Hungerford. 

“The Northern Division will be in charge of Engineer S. 
T. Fuller, who will take personal supervision of all surveys 
and construction work, reporting direct to this office. 

“ The Accounting Department will be in charge of Cashier 
B. W. Thatcher, = be will report direct to the Treasurer in 
New York City, keeping Superintendent Hungerford and 
Engineer Fuller fully advised.” 

At a meeting held in Corpus Christi, Tex., Aprii 20, the 
following officers were chosen: President, Charles P. Hinch- 
man; Vice-President, M. Kennedy; Secretary, John Pratt: 
General Superintendent, W. W. leery 


Toledo, Delphos & Burlington.—Mr. Charles E. Miles has 
been appointed Superintendent of Construction. He has 
been for nine years on tae Ohio & Mississippi. 


"PERSONAL, 
—Mr. James F. Shunk has resigned his position as Chief 
Engineer of the Manhattan Elevated road. 


—Mr. W. R. Garrison has resigned his position as Presi- 
dent of the Manhattan Railway Company. 


—Col. George W. Bailey, formerly a well-known railroad 
contractor, died in Lowell, Mass., April 20, aged 58 years. 
He had done work on many Western roads. 


—Mr. E. W. Gaylord, Superintendent of the Minneapolis 
& St. Louis road, has tendered his resignation, and will take 
a large contract on the Canadian Pacific road, in partner- 
ship with Mr. George A. Brackett. 


—Mr. Emeric Pekar, of Buda-Pesti, a scientific man 
known in Europe for bis studies of breadstuffs, their produc 
tion, milling, transportation, etc., bas arrived in this coun- 
try, commissioned by the Hungarian government to study 
amg and especially wheat production, transportation. etc. 

ere. 








—Mr. Edward Huntington, a prominent citizen of Rome. 
N. Y., died in that city April 17, aged 64 years. He was 
President of tie First National Bank and of the Rome Iron 
Works, and a director of the Rome & Clinton Compavy. In 
early life he was a civil eugineer, and was for several years 
employed on the old Utica & Schenectady Railrcad and on 
the enlargement of the Erie Canal, 


—The Utica (N. Y.) Herald of April 19 says: “ Yester- 
day Gen. Zenas C. Priest, Superintendent of the Middle Divi- 
sion of the Central Hudson road, celebrated his seventy-fifth 


birthday. Over 45 years of his life have been spent on this 


road, commencing first as appraiser of the Utica & Schenec- 
tady road before the road was built, and afterwards as con- 
ductor, Trackmaster and Superintendent of that road and 
the combined Utica & Schenectady and Utica & — 
roads. His division extends from East Syracuse to Albany, 
Troy and Athens, and no faithful and honest employé ever 
had a better friend or more appreciative superior officer. 


man and detestsa liar. Employés may have their weak- 
nesses and fall once or twice and may expect to be forgiven 
if they tell the truth and show a disposition to do better. If 
they commit any offenses and report untrutifully the ‘old 


Superintendent Priest though past three score years and ten, 
still remains as faithful to his post as ever and seldom takes 
a vacation.” 


—The Buffalo Commercial says: ‘“‘ Mr. James Tillinghast, 
who is appointed Assistant to the President of the New York 
Central, began railroading in 1850 as a fireman on the New 
York Central. In 1852 he went to the Rome & Watertown 
road as its Master Mechanic, and in 1856 became connected 
with the Collingwood Railroad in Canada, holding the 
position of Master Mechanic and Assistant Superintendent. 
In 1863 he was a proprietor of a line of steamers plying be- 
tween Sarnia and Chicago in connection with the Grand 
Trunk Railway. One year later he became Master Mechanic 
of the Michigan Southern Railroad, and in 1865 was ap- 
pointed Assistant Superintendent of the Buffalo & Erie Rail- 
road. Before this year expired Mr. Tillinghast was offered 
the position of Division Superintendent of the Central 
by the late Dean Richmond, which he accepted. In 
1869 President Vanderbilt made him General Super- 
intendent of the New York Central, with full charge of 
the lines west of Troy and Albany. For a short time he was 
President of the Canada Southern Railway, but had to re- 
linquish the position on account of the pressure of other 
duties. Mr. Tillinghast is a man of rare executive ability, 
thoroughly posted in everything that pertains to a railroad, 
and polite and sociable in his intercourse with his associates. 
Much of the success of the Central Railroad is due to him. 
His office will hereafter be at the Grand Central Depot. in 
New York, but he will retain his residence in Buffalo. Mr. 
Tillinghast is about 60 years of age. 

‘*Mr. John M. Toucey, now General Superintendent of the 
entire line, entered the employ of the Centra! about 20 years 
ago as a conductor, and gradually rose in the service until 
he became General Superintendent of the lines south of Troy 
and Albany.” 


TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Three months ending March 3 


1881. 1880. Inc. or Dec. r.< 
Ala. Gt. South- 

Ries. ccic.-. CIS $154,457 1. $27,830 18.0 
Cairo & St. Louis 105,058 78,409 I. 26.649 34.1 
Canada Central.. 115,826 65,224 I 50,602 77.8 
Des M. & Ft. 

ea 68.379 65,052 I. 3,327 5.1 
Det., Lan. & No.. 265,226 266,547 D. 1,321 0.5 
Kan. City, Ft. 

Scott & Gulf... 326,994 279,692 I. 47,32 16.9 
Lake Erie & West. 288,589 198,154 I. 90,435 45.7 
Nash., Chatta. & 

OE Ae 576,719 566,246 I. 10,473 1.9 

Net earnings... WEG. Asis dasa ccca ; BI te 6 ae 


N. Y. Central & 





Biawas 7,366,426 7,765,678 D. 399,252 5.1 

N. Y., Lake Erie 
& Weat.......... 4,674,635 4,191,557 I, 483.078 11.5 

Paducah ; 

i ae 127,625 93,330 I 34,295 33.5 
South Carolina... 366,796 332,818 I 33,978 10.2 
Fexas & Pacific.. 836,394 68u,020 I 156,374 23.0 
Two months ending Feb, 28: 

Grand Trunk..... £322,554 £315,636. £6,918 2.2 
Net earnings.... 74,725 83,746 D. 9.021 10 7 
Month of February: 

eee $192,165 $175,345 I. $16,820 9.6 

Great Wester-.... 36,700 299,900 1. 26,800 8.9 
Net earnings.... 67,700 73,400 D. 5,700 7:7 
Month of March: 

Ala. Gt. Southern $62,005 $47,829 1. $14.176 29.5 

Cairo & St. Louis 41.036 30,079 I. 10,957 36.4 

Des. M. & Ft. 

Dodge....... 26,939 25,608 1. 1,331 5.2 
Det.. Lan. & No.. 107.267 106,431 1. 836 0.8 
Kan, City, Ft. 

Scott & Gulf... 116,269 89.819 I. 26,450 29.4 
Lake Erie & We t 94,926 74,130 I. 20,796 = 28.1 
Nash., Chatta. & 

St. L..... eS! 207,710 169,457 1. 38.253 22.6 
N. Y. Central & 


Hudson River.. 2,668,250 
-N. Y., Lake Erie 


2,854,835 D. 186,585 6.5 


Ps 


& West 1,805,433 1,644,958 I. 160,475 9.9 
Pad. & E’town 44.631 29,578 I. 15,053 50.4 
South Carolina... 130,841 94,594 I. 36.247 38.3 
Texas & Pacific. 312,420 215,070 I. 97,350 45.3 


Second week in Marci : 
Minn. & St. Louis. $12,422 

First week in April : 
Chi. & Aiton .... $116,318 


34,282 
Chi., Mil. & St. 

Paul ok thai 303,000 
St. L ,I. M. & So. 138,800 
Waba-h, St. L. & 

P 


$10,519 


coe 


$1,908 18.1 


$128,767 D. 
20,723 I. 


200 664 I. 
109,137 I. 


$12,448 9.6 
13,559 65.5 
102,336 51.0 
29,663 27.1 
224.044 
Second week in April: 
Northern Pacific. $54,846 
Week ending April 8: 
Great Western .. $111,738 
Week ending April 9: 
Chi & Gd. Trunk $26,988 $24,054 I. 
Grand Trunk .... 218.912 206,797 1. 


Grain Movement. 


241,386 D. 


17,342 7.2 
$43,417 I. $11,429 § 26.5 


$97,689 I. $14,049 14.2 


fs 


2,934 12.2 
2,115 5.9 
For the week ending April 9 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 
Northwestern ——Northwestern shipments.—— Atlantic 





The receipts of the Northwestern markets are larger than 
in the corresponding week of any previous year except 
1878, but are smaller than the previous week this year. The 
shipments of these markets are scarcely more than a third 
of the corresponding week last year; but last year the ves- 
sels took their first cargoes that week. The Atlantic receipts 
are smaller than in the corresponding week for three years 





previous, and are the smallest for seven weeks. 


| of rates that was practiced during the week. 
Superintendent Priest being a worker himself abhors a lazy | ments are somewhat smaller than the week before, and also 
| less than they were three weeks earlier. 


man’ will be sure to find them out and they know that there | 
is no bope for them on the Middle Division thereafter. | Flour, bbls.. 


receipts. Total. v rail. P.c. by rail. receipts. 

. 2.323, 705 T3717 1,116,433 35.8 2,448,903 

375... 1,550,696 979,55 958,175 97.8 1,897,444 
376... .1,910,469 LOZS5O0G 2... ees : 1,359,697 | 

1877... ...1,958,962 Co ee 2,440,109 

1878 . . 3,997,045 3,174, 926,520 29.2 3,937,425 

1879. ....2,566,299 3.076, 4; ni, helaiaaiios rere 4,629,878 

1880. ... .3,486,821 7.730.317 1,678,295 21.8 5 371,029 

1881.....3,643,139 2.727.023 2,358,221 86.6 3,318,477 








Of the Northwestern receipts St. Louis had 29 per cent., 
Chicago 26.5, Peoria 17, Toledo 14, Milwaukee 6.9, Detroit 
4.3, and Cleveland 2 3 per cent. Chicago’s receipts are nearly 
a third less than the week before, but St. Louis’ receipts have 
been exceeded but once this year, and Peoria’s not at all. 
The shipments of these markets do not effect the cutting 
The rail ship- 


Exports from Atlantic ports for tive successive weeks have 


| been : 


————-—_——-— —-Week ending—— => 
April 13. April 6. March 30. March 23. March 16. 
88,524 120,665 129,789 108,896 148,441 
Grain, bush.4,099,384 4,422,442 4,316,444 3,786,665 3,975,208 


Receipts and exports of flour and grain at the four leading 
Eastern ports during the month of March have been, in 
bushels: 











Receipts. Exports. 
New York..... .-- 9,911,192 11,105,271 
SEE ae een are . 3,201,792 1,409,732 
PRR OIBIIG «oo oecsced scccsescacnce-se OES 3,206,892 
Re er ea a 6,136,073 6,228,878 
ore isk icvincietintnwas cabwhearas ee 22,505,190 21,950,773 


The exports thus very nearly equaled the receipts. New 
York had 44 per cent. of the receipts and 50.6 per cent. of 
the exports; Baltimore 27.2 per cent. of the receipts and 
28.4 per cent. of the exports. Of the flour 68 per cent. of 
the receipts and 89 per cent. of the exports were from New 
York and Boston, and not less than 77 per cent. of the fiour 
exports were from New York alone. 

or the week ending April 15, receipts and shipments at 
Chicago and Milwaukee were: 


——--Receipts.—--.. ——-Shipments.—-— 

1881. 1880. 1881. 1880. 

EE COE TT ee 1,003,594 904.716 1,419,488 2,658,793 
Milwaukee........... .. 195, 380 102,700 = 225,153 264,200 


Compared with last year the receipts this year were 11 
per cent. larger at Chicago and 90 per cent. larger at Mil- 
waukee; the shipments 47 per cent. less at Chicago and 7 
per cent. less at Milwaukee. Lake navigation was open last 
last year, but not this, and the shipments were decidedly 
large for rail shipments. 

For the same week, ending April 15, receipts at the 
four eastern Atlantic ports were: 


1881. 1880. Inc. or Dec. P.c. 
OW LOUK. cicsacceas 1,367,118 1,219,246 I. 147.872 12.1 
nee 507.645 536,700 —+D, 29,055 5.4 


Philadelphia. ... 
Baltimore.... ........ 


310,350 
596.957 


953,100 Dz 
1,446,146)  D. 


- -2,782,070 


4,155,506 





ae 373,436 


The New York receipts were very small last year, as is 
usually the case when navigation is open and during the 
two or three weeks preceding the arrival of the first canal 
boats from Buffalo. 


Total.... 


Coal Movement. 
Coal tonnages for the week ending April 9 are reported as 
follows : 


1881. 1880. Ine. or Dee. P.c. 
Antbracite............383,500 644.284 D. 260,784 40.5 
Semi-bituminous. ..... 103,692 69, LOO I. 34 592 50.1 
Bituminous, Penna.... 43,743 64,448 D. 20,705 32.1 
Coke, Penna.......... 60,721 31,910 I. 23,811 90.3 


Another three day’s stoppage is under consideration by 
the anthracite companies. 
Chicago coal receipts for the three months ending March 
31, all by rail, were as follows : 
1881. 1880. Increase. P.c. 
NOD, 6k ond aditcnesoxdecannaton 158,825 121,783 37,042 30.4 
Bituminous..................... ..496,340 435.935 60.405 138 








Total ................000+-+..855,165 857.618 907,447 17.5 
The shipments for the three months were 162,746 tons. 
The official accountant’s statement of anthracite tonnages 
for March and the three months, differing somewhat in form 
from the weekly statements, is as follows : 








-- March.— -—-Three months.—, 
1881. 1880. 1881. 1880. 
Phila. & Reading... .... 495.836 461,372 1,324,409 1,158,519 
Lehigh Valley....... .. 442,059 289,428 1,194,635 849.170 
Central, of New Jersey. 337,754 277.579 897.778 710,104 
Delaware, Lackawanna 
& Wenterm.....:....... 362.899 290,864 992,352 802,670 
Delaware & Hudson 
ree 291,601 209,161 764,281 669,637 
Pennsylvania R. R. Co. 143,498 121,242 441.079 307,976 
Pennsylvania Coal Co. 109.444 71,424 286,433 225,897 
N. Y., Lake Erie & 
NIN nds condwceds 42,751 26,302 115,694 83,785 


2,295,842 


_ ee pee 


Increas2 for the month, 478,970 tons, or 27.4 per cent. ; 
for the three months, 1,208,903 tons, or 25.1 per cent. 
Every company shows an increase, both for the month and 
the quarter. 

The stock of anthracite coal on hand at tidewater sbip- 
ping pvints March 31 was 563,063 tons, against 395,286 tors 
Feb. 28, an increase of 167,777 tons in stock during the 
month. 


Chicago and Milwaukee Receipts, 


For the two weeks ending April 14, receipts of grain, 
flour and hogs at Chicago and Milwaukee have been, for the 
past four years : 





Chicago: 1878. 1879. 1880. 881. 
Grain, bu....... ..4,130,017 2,885,965 2,399,615 2,301,318 
Flour, bbis...... 148,562 153,880 113,410 248,165 
Ce See 181,588 159,743 215,048 122,854 

Milwaukee : 

Grain, bu........ 1,113,186 453.119 508,127 
Flour, bbls ...... 95,553 81,838 3 136,696 
a ee 5,966 6.027 13, 185 7.623 


The grain receipts of Chicago were smaller this year than 
in any of the three previous, but not much smaller than last 
year, when they were reduced doubtless by the occupation 
of the farmers that early season in plowing and putting in 
crops. Flour receipts are more than twice as great this year, 
and in flour and grain together the receipts were nearly a 
fifth greater this year. At Milwaukee the receipts of grain 
were nearly twice as great and the receipts of flour more 
than twice as great as last year. Hog receipts at Chicago are 
the smallest for four years. 


Tobacco Rates. 

Commissioner Fink has just issued a circular regarding 
rates on tobacco, according to which the following rates 
have been recommended by the Tobacco Committee, and will 
take effect Monday, April 18, 1881: 

‘“‘Manufactuers of tobacco and tobacco stems in hogs- 
heads or cases. ‘lo New York from East Mississippi points, 
46}¢ ; Cincinnati, 35 ; Louisville, ete., 28 ; Evansville, 43 : 
Cairo, 48 ; Paducah, 52. The usual differences to be made 
to the other seaboard cities.” 


Pacific Passenger Divisions. 


The Union Pacific, Atchison, Topeka & Santa Fe, Central 
Pacific, and Southern Pacific Railroads have issued a joint 





Loc 


buil 
for t 
The: 
for t 


shop 
time 


olis, 
T 


sleo| 
Chic 
Tex 


East 
wid 

Tl 
mak 
up a 

AY 
& 8S 
Bos! 


new 
phia 


boug 
ter, 


The 


and 
ric 
62. 
is nc 


bids 
by a 





APRIL 22, 1881] 


THE RAILROAD GAZETTE. 


228 








circular asking connecting lines that no tickets to poiuts or 
the Southern Pacific, south of Madera, via the Union Pacific 
and Ogden, be sold. 

Madera is on the Central Pacific, Visalia Division, 91 
miles south of Latbrop, and is the stage point for the 
Yosemite Valley. It is, apparently, made the line for divis- 
ion of passenger business between the Central and Southern 
lines. 


East-Bound Rates Restored. 


At a meeting of the trunk-line presidents and the Joint 
Executive Committee at the house of Mr. Wm. H. Vander- 
bilt in New York last Saturday (April 16) the following 
resolution was passed: 

** Resolved. Tnat inasmucb as the tariff of April 1 was 
established for the summer season, and the reduction of 
April 11 was only made to meet special rates, which have 
since been withdrawn, it is hereby declared that, comn.enc- 
ing with April 18, the rates of April 1 be restored.” 

The re-established rates are on the basis of 30 cents per 100 
lbs on flour and grain from Chicago to New York. The 
reduction only affected grain and flour and the few other 
freights in the eighth class; the tariff of April 1 on all other 
classes was not changed April 11. 


Southern Railway & Steamship Association. 

General Commissioner Powers gives notice as follows: 

‘‘Tam notified by Mr. Albert Fink, Commissioner, that 
the reduction of Trunk Lines’ rates, upon which Circular 
Letter No. 12 was based, has been rescinded, and rates of 
April restored this date (April 18). I therefore hereby with- 
draw Circwar Letter No. 12, and order Circular Letter No. 
11 put into effect this date, from all Western points to Coast 
cities.” 





THE SCRAP HEAP. 


Locomotive Building. 

The Brooks Locomotive Works, at Dunkirk, N. Y., are 
building four fi eight engines and four heavy shifting engines 
for the Cincinnati, Indianapolis, St. Louis & Chicago road. 
They are also building a number of uarrow-gauge engines 
for the Utah & Northern road. 

The Pittsburgh Locomotive Works are, like all the other 
shops, full of work, and it has been uecessary to run extra 
time in order to finish work in time. 

The works of the Canada Engine & Machinery Co., at 
Kingston, Ont., have been sold to a syndicate of capitalists, 
who are represented by Mr. George A. Kirkpatrick. The 
works are to be enlarged and furnished with the most ap- 
proved machinery for the manufacture of locomotives, 
steam engines and other machinery. 

The Rhode Island Locomotive Works, in Providence, are 
very busy, with many orders to fill. 

Car Notes. 

The Gilbert & Bush Co., in Troy, N. Y., are building three 
first-class passenger, two smoking and two baggage cars for 
the Detroit, Mackinac & Marquette road. 

The car wheel foundry of J. Thomas & Sons, in Indianap- 
olis, has been sold to the LaFayette Car Wheel Co. 

The Pullman Palace Car Co. is now constructing five 
sleoping cars for the Chicago & Northwestern, two for the 
Chicago, Burlington & Quincy, two trains of cars for the 
Texas & Pacific, five narrow-gauge sleepers for the Denver 
& Rio Grande, two each for the Utah & Northern; Detroit, 
Grand Haven & Milwaukee; Chicago, Rock Island & Paci- 
fic; New York & New England and Missouri Pacific; six for 
the Atchison, Topeka & Santa Fe; four for the Wabash; two 
for the Chicago & Alton; three for the Ohio & Mississippi; 
three for the Hannibal & St. Joseph; two trains of passenger 
cars for the Utah Central; ten passenger cars forthe Atchi- 
son, Topeka & Santa Fe; four for the International & Great 
Northern; four for the Louisiana & Texas; a business car for 
the New York & New England; a pay car for the Ohio Cen- 
tral, and a private car for each of the Presidents of the Ohio 
Central; Erie; Galveston, Harrisburg & San Antouio, and 
Oregon Railway & Navigation Company. 

Gardner & Son, at Carlisle, Pa., have a contract to build 
700 eight-wheel coal cars and 200 four-wheel ore cars for the 
Central Railroad, of New Jersey. 

The Pennsylvania Car Works of S. H. & R. Baker, at 
Latrobe, Pa., are running full time, and have some large 
contracts to fill. 

The Huntingdon (Pa.) Car Works are shipping box cars to 
the Texas & Pacific road. 

The Lehigh Car & Manufacturing Co., at Stemton, Pa.. 
has a contract to build 1,200 box cars, to carry 20 tons 
each, for the Central Railroad, of New Jersey. 

The new car shops at Lima, O., are nearly ready to begin 
work. 

A new company has offered to build extensive car shops 
in Evansville, Ind., provided the people of that city will give 
$25,000 in cash, and 15 acres of land as a site for the shops. 
Iron and Manufacturing Notes. 

The Union Rolling Mill in Chicago has been turning out 
steel rails for the Kansas City, Ft. Scott & Gulf road. 

Roaring Run Furnace, in Botetourt Couaty, Va., has been 
sold to a New York Company, which will add two stacks to 
the furnace. 

The Joliet (IL.) Iron and Steel Works have bought 20 acres 
of land for the ——- of ae the works. 

The Catasauqua Manufacturing Co., at Catasauqu., Pa., 
will put up a 50-ton steam hammer for working slabs. A 
new Belgian mill for small rods has been put in. P 

The Brier Hill Iron & Coal Co., at Youngstown, O., is 
building a small furnace in which to make spiegeleisen. 

Belfont Furnace, at Ironton, O., has gone into blast after a 
stoppage for repairs. 

Rendle’s patent system of glass roofing has been adopted 
for the new depot of the New York Central at Buffalo, the 
roof-light of which will be 460 ft. long by 30 ft. wide; also 
fur the skylight of the new Flint & Pere Marquette shops at 
East Saginaw, Mich., the light being 280 ft. long and 15 ft. 
wide. ‘ 

The New Jersey Zinc Co. has one furnace now in blast, 
making 50 tons of spiegeleisen a week, and will soon start 
up a second stack. 

Wassaic Furnace, at Wassaic, N. Y., owned by N. Gridley 
& Son, is in blast. making pig-iren on contract for the South 
Boston Iron Co. 

The Phosphor-Bronze Smelting Co. has pene ned 
new offices and salesrooms at No. 512 Arch street, Philadel- 

hia. 
. The Chester Pipe & Tube Co., a new organization, has 
bought property of the Chester Tube & Iron Works, at Ches- 
ter, Pa. It will bea branch of the Potts Brothers Iron Co. 


The Rail Market, 


The Iron Age says of steel rails: ‘‘ There is a good demand 
and steady prices for early deliveries, but for late deliveries 
prices are easier. Sales have been made during the week at 
$62.50 to $64 at mill for small lots, early ae but there 
is no difficulty in buying at $60 for winter. The English 
rail mills are also said to be full until October, but we hear of 
bids for July, August and September being solicited to-da 


by a leading English company. The general position indi : 


cates a feeling of weakness, and unless to cover very urgent 
necessities buyers feel that they are not in —— of losing 
anything by waiting. Sellers show more disposit 

business, and there is a general impression that prices have 
touched the highest point for the year.” 

Iron rails are steady, and sales are reported of about 
10,000 tons. Heavy rails are quoted at $46.50 to $47 per 
ton at mill, with some concessions on eorders. Light 
rails are in demand at $48.50 to $50. nglish rails are 
offered at about $46 at tidewater. 

Old iron rails are dull but firm. A few are offered at 
$27.50 per ton in Philadelphia, but lower offers are refused. 


Fast Time. 


A flying run was made by the fast mail (on the Lake Shore 
& Michigan Southern road) from Buffalo to Erie, Tuesday. 
The train, which started at 9:47 a. m., consisted of five 
coaches drawn by engine No. 261, with 5 foot drive-wheels; 
Burt Cole, engineer; J. T. Coyne, conductor. The run to 
the city limits was, of course, mad» slowly, but the distance 
from Buffalo to Silver Creek, 31 miles, was made in 39 min- 
utes. 
distance to Erie, 88 miles, was covered by 11:26—99 min- 
utes. This was the engine’s first attempt, and is the fastest 
run to Erie on record.—Buffalo Express, April 14. 


Spoiled His Visit. 


The Eel River Road shows up the latest smash-up of rail- | 


road material. 
track between Auburn Junction and Cedar Creek, smash- 
ing several cars badly and destroying a quantity of flour 
and grain. The most prominent sensation connected with 
the smash-up is as follows: 
dressed in a suit of black broadcloth, and ais ‘ mug” 
adorned with a spriug plug-hat, was on his way toseea 
girl. The conductor was on the engine when it jumped the 
track, and, walking along to the rear end of the train, he 
spied some object crawling out of the mud and water that 
accumulated along the ditch. It arose, and there before him 
stood the would-be lover. 

*‘ Hello, what’s up ?” asked the conductor. 

And emptying the water out of his plug, he remarked: 

‘“‘T’m a hell of a looking thing to go and see a girl, ain’t 
I ?’—Auburn (Ind.) Courier. 


A Profitable Operation. 


The following testimony, given by Mr. Ames in the suit of | 


Bushnell against Ames, arising out of the sale of the Cen- 


tral Branch, Union Pacific, reveals one of the most profitable | 


stock operations on record : 

Mr. Ames said *‘ I organized the Central Branch. There 
was a board of 15 directors. I never represented to 
Mr. Bushnell that I had authority to contract on behalf of 
that road.” 

Witness, in answer to questions, then testified that Bush- 
nell had no authority to negotiate with Gould; that witness 
called on the latter early in October, 1879, to stop hostilities 
then existing between the Branch and Mr. Gould’s interests, 
and finally offered to sell the Branch stock. The n2xt morn- 
ing witness met Gould, who offered $200 for the stock. Wit- 
ness told him that would not do, and asked $250 per share. 
Mr. Gould, clapping his hand on his knee, agreed, after wit- 
ness had told him the directors and stockholders of the 
Branch did not want to quarrel’ with bim, as he was 


a dangerous man. Mr. Gould at once _ prepared 
papers, by which he was to have 6,250 shares 
at $250 per share. There was no arrangement 


between Pomeroy and witness in selling this stock. On 
cross-examination, Mr. Ames testified that be nad about 662 
shares of Central Branch stock from his father’s estate at 
$1 per share, which was all that it was worth at that time. 
(This was the same stock he sold to Jay Gould for $250 a 
share.) 
eroy, of Boston, for $50 a share. In 1878 he bought a con- 
siderable quantity, all he could get hol. of ; the cheapest 
was $50 a share, and the dearest $60. ‘I bad,” said Mr. 
Ames, “eight shares from Mr. Day, at $2.50 a share: 
twelve shares from Mr. Barnes, at $2 50 a share ; 164 shares 
from Mr. Parsons, at $2.50 a share, and ten shares at #2.25 
a share, and ten from Mr. Day at $2.25 a share.” He bought 
5,000 shares in the market, of individuals, after contracting 
with Gould. He and Nichols and Pomeroy had then 5,712 
shares, ang had to buy about 400 more. Witness testified : 

“T bought 4,026 shares to complete that contract with 
Gould, and paid from $120 to $200 per share for it. I bought 
1,688 shares from Mr. Pomeroy at $250 ashare, 1,000 shares 
from Mr. Nichols at $250 a share, 500 shares from Mr. 
Barnes for $250 a share, 164 shares from C.S. Parsons at 
$250 a share. 100 shares of Mr. Woodward, President of the 
Hanover Bank, at $160 per share; 50 shares of Mr. Perkins, 
Cashier of that bank, at $3160 a share; 150 shares of George 
C. Wood at $160 a share; 225 shares of George 8S. Hale, of 
Boston, at $141 a share; 200 sharesof Wood & Davis at $150 
each, and 300 shares at $130 each. I bought them at all 
prices down to $120. The stock was delivered to Mr. Gould 
on Dec. 9. I got the agreement to purchase on Nov. 11 or 
12. I owned 2,224 shares at the time I agreed to deliver 
him 6,250.” Mr. Ames declined to tell how much he made 
by the transaction. His profits have been estimated at 
$1,000,000, 

R. M. Pomeroy denied the allegation of Mr. Bushnell, and 
corroborated that of Mr. Ames that the arrangement was to 
sell to Vanderbilt if he could. 

Mr. Bushnell’s suit was to recover for his services in nego- 
tiating a sale of the road. 


A Duke who Drives Locomotives. 


Many of the English notabilities have their peculiar 
predilections. Some go in for extravagaut hunting and 
steeple-chasing; some for yachting; some for bull-terrier 
fighting: and an eccentric few for gambling and badger- 
keeping. Lord Byron used to annoy his tutors by keeping 
padgers in his rooms in college, and the practice has not yet 
died out ae blue-blooded admirers of bis lordship’s 
eccentricities. crhaps the most extraordinary, though 
harmless, eccentricity possessed by any English patrician is 
that of the Duke of Sutherland for engine-driving. On the 
North of Scotland lines, in and around his own dominions 
(a large part of which he owns), he long ago made acquain- 
tance with the engine-drivers, and was permitted by them 
not only to stand upon the locomotive, but to drive it. 
Some of these engine-drivers heve frequently made the 
declaration-that his Grace can put on speed, reduce steam, 
reverse, or sound the alarm whistle just as cleverly as any 
out-and-out pilot of a train; this declaration has been 
quoted in the newspapers over and over again, and the 
result is that in London society the Duke is - con- 
sidered almost as remarkable for his accomplishments 
as an engineer as he is for. his extraordinary 
wealth and personal urbanity. On the first visit of 
the Prince and Princess of Wales to Duarobin 
Castle the Duke drove the engine all the way from Invez- 
ness to “far north” Tain. On another occasion, during the 
royal tour iv Hindustan, the train was just starting from 
Madura for Trichinopoly, when Lord Suffield and some other 
noblemen on the Prinee’s staff missed the Duke. ‘‘ Where is 
Sutherland?’ they cried in vain. At last, as the Prince of 





Wales had important public duties to pexform at Trichi- 
nopoly, the train was permitted to start without the missing 


on to secure | individual, with a big sun helmet on his head, stepped down 


The train reached Dunkirk at 10:38, and the entire | 


Last Sunday (April 10), a train ran off the | 


A young man from Butler, | 


Afterward he got 333 shares from Ralpa M. Pom- | 


Duke, who, however, everybody believed would turn up 
somewhere safely. At Trichinopoly station a tall, begrimed 


off the locomotive, and, to the astonishment of the royal 
pay and the Anglo-Indian official deputation that had 
| been appointed to receive the Prince, walked right into their 
| midst sins cérémonie. A close inspection of the black in- 
truder revealed the long-lost Duke, who had been amusing 
himself by helping the regular engine-driver to drive the 
royal train. is Grace is also fond of attending fires 
and playing the amateur fireman. Old London firemen 
| know him well, and “we bim a seat upon their 
engines when he wants it. he Duke of Sutherland, to- 
gether with the Marquis of Stafford and others, is now on 
his way to America to inspect the American railway system, 
| and nobody here need be a bit astonished if they find him 
driving a locomotive on the elevated railway, or handling a 
| hose at a New York fire.—New Yori Times. 


Sleeping Cars on the Pacific Coast. 


The first sleeping cars ever seen in Waskington territor 
are now on their way and will be used on the Oregon Rail- 
way & Navigation Company’s line between Walla Walla 
| and the Dalles. There are twoof them, first-class Pullman 

ears. Hitherto no railroad in Oregon or bee me po p has 
| had a sleeping car, and there has been no special need of any, 
the lines there being generally short and with no through 
| connections. 





OLD AND NEW ROADS. 





Baltimore & Ohio.—The Pullman Palace Car Company 
| having begun a suit in Chicago for an accounting under the 
| former contracts, this company has begun another suit in 
Baltimore against the Pullman Company for the same pur- 
| pose, to secure a settlement of differences. The Baltimore 
; Court has appointed Robert T. Baldwin, of Baltimore, Re- 
| ceiver of the sleeping cars owned jointly by the two com- 
| panies, pending the suit. 


| 

Boston, Barre & Gardner.—The Worcester & Nashua 

| Company has made a proposition to lease this road at a ren- 
tal of $40,000 the first year, $45,000 the second, and $50,- 
00C per year thereafter. The proposition will be submitted 

| to the stockholders at a meeting to be held May 10. 

The road extends from Worcester, Mass., to Winchendon, 
36'5 miles; by the last report the funded debt was $554,300, 
and the floating debt $217,442. The earnings for the year 
ending Sept. 30, 1880, were $183,867, and the net earnings 
) eg The floating debt has since been somewhat re- 
duced. 


Buffalo, New York & Philadelphia.—It is stated 
that negotiations are in progress for the sale of this road to 
a syndicate > the interest of the Pennsylvania Rail- 
|road Company. he negotiations include $750,000 stock 
owned by the city of Buffalo and a large part of the private 
stock. One of the original objects of the road was to connect 
| Buffalo with the Pennsylvania system, but the Pennsylvania 

has sent very little business over it except in bituminous 
| coal. 

The road is 121 miles long, from Buffalo to Emporium, 
Pa.,on the Philadelphia & Erie. The company owns a 
valuable water front on Lake Erie at Buffalo, on which very 
little has been done in the way of improvement. By the last 
report (Sept. 30, 1880) to the New York State Engineer, the 
company had $2,125,650 stock, $4,000,000 bonds and $465,- 
441 other debt. The earnings for 1880 were $1,031,347 ; 
expenses, $687,424, leaving the net earnings $343,923 
($2,842 per mile), leaving a considerable surplus over the 
interest on the bonded debt. By this road and the Pennsyl- 
— lines the distance from Buffalo to Philadeiphia is 418 
miles. 

Later advices state that the purchase was not for the Penn- 
sylvania Railroad Company, but for a syndicate of New 
York and Philadelphia parties, the head of which is Mr. 
Joseph W. Seligman. They are said to have bought the 
stock at par, of course assuming the bonded debt, paying for 
the steck 10 per cent. down and the balance in installments 
of 10 per cent. a month. Besides the Buffalo, New York & 
Philadelphia road itself, the sale includes three short feeders, 
the McKean & Buffalo, a coal road in McKean County, Pa., 
21 miles long, the stock of which is $800,000; Olean. Bradford 
& Warren road, 23 miles. stock $600,000, and the Kendall & 
Eldred, 18 miles, stock $300,000. The last two are narrow- 
gauge roads in the Bradford oil region, and have been so far 
extremely protitable. These branches are owned by stock- 

| holders of the Buffalo, New York & Phiidelphia, who also 
sell to the syndicate the stock ($800,000) of the Buffalo Coal 
| Company, which has a large coal property on the McKean 
| & Buffalo road. The total amount of stock thus transferred 
to the syndicate is $4,850,000. Mr. Sherman 8. Jewett, 
President of the company, conducted the negotiations for 
the company, having authority from the individual stock- 
holders; the Buffalo City Council bas also authorized the 
sale of the stock owned by the city. The new owners will 
take possession in about two months. 
It may be noted that Mr. Seligman, who heads the syndi- 
| cate, is also head of the banking house which has under- 
taken to place the Buffalo, Pittsburgh & Western vonsolida- 
ted bonds. Still later advices confirm the suspicion that the 
syndicate will take in the Buffalo, Pittsburgh & Western 
also. It is understood that these are the same parties wha 
have offered to buy the Genesee Valley Canal for the pur- 
pose of using it as a road-bed for a railroad. 
| The members of the syndicate are said to be J. & W. Sel- 
igman; Winslow, Lanier & Co.; Kidder, Peabody & Co. 
| and Clark, Post & Martin, of New York ; Drexel & Co. and 
E. W. Clark & Co., of Philadelphia. A consolidated com- 
pany, to own the whole property, is to be formed as soon as 
possible. 


Central Iowa.—A dispatch from Marshalltown, Ia., 
April 13. says: ‘‘A very neat little piece of work was 
accomplished last Saturday by the Central Iowa Railway. 

| A grade from Hampton west to Fort Dodge, built several 
years ago by the Dubuque & Dakota Road, and which was 
expected to be used by that road in extending its line west- 
| ward, was occupied by the Central, who sent a construction 
| train to Hampton the evening previous for that purpose. A 
few miles of track were put down, and to-morrow proceed- 
ings will be commenced to condemn the right of way. In 
ease no serious litigation is found on their hands in conse- 
quence, they will proceed to build 30 miles of the road west 
of Hampton to Belmond, and may possibly finish the line 
through to Fort Dodge the coming summer.’ 


Chicago Belt.—A Chicago dispatch says: ‘* The incor- 
porators of the Chicago Belt Railroad have applied to the 
Secretary of State for a new charter to enable them to 
transfer both passengers and freight, the former charter 
applying to the transfer of passengers only. The capital 
stock will be $5,000,000, and the road willrun in a semi- 
circls around the city from South Chicago at a distance of 
from four to five miles from the city limits. It will be 27 
miles long and will cross 17 railr It is the intention to 
charge $1 j a8 car for transfer over a short or long distance. 

; and as 76, carz of flour and grain alone were transferred 
| through Chicago last year, it will beseen what a traffic is open 
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to the Belt road. Only two or three of the intersected lines 
are opposed to its construction.” 5 


Chicago, Texas & Mexican Central.—Contracts have 
been let to Caldwell & Neely for grading 27 miles of this 
road, and 23 miles more are to be let shortly. 


Columbus, Chicago & Indiana Central.—Suit has 
been filed in the United States Court in Ciocinnati by W. L. 
Scott, of Erie, Pa., against the Columbns, Chicago & Indiana 
Central Railroad Company, asking judgment of $348,312.96, 
with interest. The complaint says that the company in 
February, 1868, issued $15,000,COO worth of bonds, secured 
by a mortgage on the road and payable in 1909, and bearing 
7 per cent. interest, payable semi-annually in New York. 
Each bond stipulated that, wherever interest should become 
due and unpaid for six months; the bond itself should be- 
come due. Plaintiff claims that he is the owner of 288 of 
the bonds. on which no interest has been paid for some ee. 
and he demands judgment, which, if granted, will include a 
decree for the sale of the road. 

Mr. Scott conducted the negotiations for the Pennsylvania 
Railroad Company with the Bondholders’ Committee, and 
was to receive the bonds sold to that company. It is 
probable that a sale of the road will be had. 


Denver & Rio Grande.—This company has begun to 
lay a third rail for standard gauge from Denver to Pueblo, 
in order to permit freight to gu through over its line to Den- 
ver without change. The object is prcbably to prevent the 
building of a standard-gauge road between the two places, 
as has been propcsed. 


Evergreen.—This road was recently sold to A. G. Hatry 
and others for $37,000, It is of 3 ft. gauge, and extends 
from Bennett station, on the West Penn. Division of the 
Pennsylvania Ruilroad, just outside of Allegheny, to Ever- 
green Hamlet, a distance of three miles. 

The new owners this week began work on an extension of 
the road, but an attempt to put in a crossing over the West 
Penn. tracks was forcibly resisted and the workmen driven 
off. Both parties have appealed to the courts. 


Far Rockaway Beach.—This company has filed articles 
of incorporation in New York to build a road from the ter- 
minus of the Rockaway Branch of the Long Island road to 
and along the beach. It will be only 144 miles long. 


Georgia.—The lease of this road, as reported last week, 
is confirmed. It is stated that the lease will not have to be 
ratified by the stockholders, as under the charter of the com- 
pany the directors are the corporators, and can act without 
reference to the stockholders, who, in convention, are merely 
an advisory council. If a majority of the stockholders vote 
against the rent of the road after the directors have made 
the contract, that would not abrogate it. 


Indianapolis, New Castle & Columbus.—This com- 
pany has filed articles of incorporation in Indiana to build a 
railroad from Indianapolis eastward 45 miles to New Castle, 
and thence about an equal distance to the Obio state line. 


International & Great| Northern.—This company 
has issued the following: ‘‘ Notice is hereby given to the 
holders of the second-mortgage income bonds of this com- 
pavy, that they may be presented at this office until June 1, 
1881, to be stamped with an agreement fixing the rate of in- 
terest absolutely at 6 per centum per annum, payable semi- 
annually, beginning on Sept. 1, 1881, upon condition that 
all such bonds shall be deposited with the Farmers’ Loan & 
Trust Company of the City of New York, on or before Aug. 
1 next, in exchange for new coupon bonds, having the same 
length to run, bearing 6 per cent. interest; principal and in- 
terest payable in gold coin of the present standard. ‘These 
coupon bonds will be secured by a new mortgage and a col- 
lataral trust whereby the bonds deposited will be held in 
trust by the Farmers’ Loan & Trust Company, for the hold- 
ers of the new bonds until every bond has been exchanged, 
so that both mortgages may be enforced for their benefit. 

‘* Bonds not presented for stamping, within the time pre- 
scribed by this notice, will draw only 5 per cent interest for 
the current year.” 


Iron Valley & Morgantown.—This company has filed 
articles of incorporation in West Virginia to build a railroad 
from Hardman, on the Baltimore & Ohio, to Morgantown 
and thence to the state line in Monongalia County, a distance 
of about 25 miles. 

Knoxville & Ohio.—At Knoxville, Tenn., April 19, 
contracts on the extension of this road to the Kentucky line 
were let as follows: Eight sections were awarded to J. M. 
Condon & Co., of Knoxville; four to J. D. Offutt, of Ten- 
nessee; two to Mar.in Shea, of Knoxville; two to Myer 
Hay & Co., of Shelbyville, Ky.; and two to J. L, Offutt, of 
Knoxville. Work will be begun immediately, and will be 
pughed with all possible speed. 


Louisville & Nashville.—A conference of all the lead- 
ing officers of the road was to be held in New York this 
week. It is reported that the question under discussion is 
the expediency of changing the company’s lines from 5 fb. 
to the standard 4 ft. 8',-in. gauge. 


Massachusetts Regulation of Passenger Rates.— 
The bill to fix uniform rates of fare on railroads, which has 
been pending in the Massachusetts Legislature, has been re- 
ferred to the Railroad Commission, with instructions to re- 
port thereun next year. 


Mexican Railroads.—The message of the President of 
Mexico to the Congress that assembled April 1 contains the 
following regarding transportation enterprises in that 
country : 

“This Government, desiring to extend and regulate 
interior and exterior means of communication, has under 
consideration several projects or enterprises, and has alr2ady 
signed a contract with a company in Tabasco to run a 
regular line of steamers to all ports on the Gulf of Mexico. 

“Ths authorities of the state of Guerrero have transferred 
to a certain company a concession to build a railway from 
this capital to Acapulco. Work will be commenced at that 
port in May. The Morelos Railroad Company have con- 
structed 100 kilometres and will soon reach Cautla. They 
have also delivered to the Government four kilometres of the 
branch which is to connect their main line with the Mexico 
& Vera Cruz Railway. The railroad lines which are to 
connect Vera Cruz with Jalapa, Jala with San Andres 
and Puebla with San Marcos have also been commenced. 
Twelve kilometres of the railway between Vera Cruz 
and Alvarado are completed. The line between Merida and 
Progreso (in Yucatan) is ages, | finished. Fourteen kilo- 
metres of that from Merida to Peto have been delivered to 
the Government and work has been commenced on the 
branch which is to connect that capital with Calkini. The 


Hidalgo Railroad Company has opened for traffic twenty- | Interest and taxes 


six kilometres, and from the Puebla road to Izucar is a 
branch to Cholula. Work on the lines between Puebla and 
San Martin Texmalucan and from Matamoras to Monterey 
is progressing. 

“Tae Central Raiiroad Company (the Symon or Boston 
Company) have opened for traffic a line to the suburbs of 
Tula and are advancing on the route from Celaya to Ira- 
puato, and have finished locating the route from San Luis 





| 


| 


Potesi to Tampico andfrom Chihuahua to Paso del Norte. 
The Mexican National Construction Company (the Sullivan- 
Palmer concession) bave completed the earthworks on their 
road from this capital to Toluca and have commenced the 
construction of lines fiom Patzcuaro to Morelia and Sala- 
manca and from Zacatecas to San Luis Potesi. This com- 
pany has also presented its plans for fifty kilometers from 
Manzanillo to the interior, and has commenced surveying 
the-route from Nuevo Laredo to Monterey. 

‘*From the Sonora Railroad Company we have received 
twenty completed kilometres of road, commencing at the 
port of Guaymas, «nd according to official data now in the 

ossession of the Executive, that railroad will be completed 
before the rainy season commences. 

‘**The fehuantepec Railroad Company are teking advan- 
tage ot the dry season, and have given a new impulse to 
their enterprise by employing efficient laborers from the 
tierra templada (covering tke state of Oaxaca and this 
vicinity). Their engineers are now surveying the southern 
portion of the Isthmus, in order to decide upon the best ter- 
minus for the road on the Pacific coast. The Executive will 
submit to the consideration of Congress a contract which he 
has made with Mr. James B. Eads for the construction of a 
ship-railway across the Isthmus of Tehuantepec.” 

A correspondent of the New York World writes from the 
city of Mexico as follows, March 29: 

** The railroad fever grows by what it feeds on, for in addi- 
tion to the *‘ Palmer-Sullivan’ and ‘ Boston Central’ inter- 
oceanic and international routes, the ‘Oaxaca Southern,’ 
the ‘ Eads Ship-Railway’ and several] local or state railroad 
entei prises, two Boston companies are now applying for 
concessions to construct roads. 

** One project isto run a line through Sinaloa and Durango, 
some two hundred miles, and connect with the Boston Cen- 
tral (Symon contract) in the state of Durango. Its terminus 
is to be on the Gulf of California at Altata—the seaport of 
Culiacan, the capital of Sinaloa. This government is to 
grant certain privileges on cundition that the company 
erect a light-house in the harbor of Altata. brace 

‘* The other scheme is a more important affair, Mr. A. K. 
Owen, who represents some Massachusetts capitalists, pro- 
poses building a .railway and telegraph line 500 miles in 
length from Eagle Pass on the Rio Grande to Topolovampo 
Bay on the Pacific Ocean, about one hundred and eighty 
miles above Mazatlan. Mr. Owen says the bay of Topolo- 
vampo is larger and more commodious than that of New 
York. It is reported that Generals Grant and Butler are 
interested in this enterprise, that the survey has been com- 
pleted and application for a concession without subsidy will 
be made as soon as lawyers (now at work) have completed 
the necessary documents. 

“The Veracruzanos still entertain fears that Tampico and 
Anton Lizardo may become rival ports and have sent a 
second deputation (now in this city) to urge the Federal 
Government to appropriate funds for the improvement of 
the harbor of Vera Cruz.” 


Minneapolis & St. Louis.—The St. Paul Pioneer Press 
of April 17 says: *‘ This compavy expect to very materially 
extend their lines this season, by the construction of at least 
175 miles of new road. In preparation for the proposed ex- 
tension, Hun W.D. Washburn, President of the company, 
states that he has already purchased 10,060 tons of steel and 
5,000 tons of iron rails, all of which will arrive as rapidly 
as they are needed in the work of construction. Of the pro- 
jected extensions, 125 to 140 miles will be on the uew line 
via Excelsior and Lake Minnetonka, with the westerly 
boundary line of the state as its objective point— 
precise locality not yet named, but the line will 
penetrate the great wheat belt. This line will 
cross the Hastings & Dakota at or near Nor- 
wood, and the Minnesota River near Beaver Falls, or Red- 
wood Falls, probably. The line is not definitely located be- 
yond the river, and it has not vet been decided whether it 
will cross the Winona & St. Peter at Marshall, or north of 
that point. This line will be laid with steel rails; the grades 
are easy, and it will be first-class in every respect. The 
Iowa line, south from Fort Dodge, will also be extended 40 
or 50 miles from its present terminus, with a view to reach- 
ing additional coal fields. Thirty miles of this last named 
extension are already under contract to Messrs. Henry & 
Balch, and will be completed by Aug. 1. Messrs. Henry & 
Balch have aiso taken a contract for constructing 100 miles 
of the extension coward the westerly line of the stgte, which 
they will bave fully eompieted early in September. The 
balance of the proposed work is not yet under contract, but 
soon will be, and the entire work will he finished, and the 
cars running thereon, before the snow flies.” 


Missouri, Kansas & Texas.—The 
notice is issued, dated April 13, 1881; 

‘*A special meeting of the stuckholders of the Missouri, 
Kansas & Texas Railway Company will be held at the office 
of the company in Parsons, Kansas, on Wednesday, the 18th 
day of May, 1881, at 10 o’clock, a. m., for the following 
purposes, viz: 

** First—To consider and act upon a proposed lease (which 
will be submitted to the said meeting) of the railway and 
property of the Missouri, Kansas & Texas Railway Com 
pany to the Missouri Pacific Railway Company. 

‘** Second—To consider and act upon a_ proposed lease cr 
contract with the International & Great Northera Railway 
Company (which will be submitted to said m>eting) for the 
joint use and occupancy by the Missouri, Kansas & Texas 
Railway Company of that portion of said International & 
Great Northern Railway Company’s line commencing at the 
point of intersection of the two roads in Williamson or 
Miami County, Texas, and extending via Austin through to 
the Rio Grande. 

* Third—To consider and act upon a proposed lease or 
contract with the Texas & Pacific Railway Company (which 
will be submitted to the said meeting) for the joint use and 
occupancy of that portion of the Texas & Pacific Railway 
Company’s line, extending from Whitesboro to Fort Wortb. 

** Fourth—To consider and act upon a proposed contract 
to be submitted to the said meeting forthe management and 
operation of the company’s railway, upon such terms as will 
secure to it the entire net earnings from its several proper- 
ties, less current expenditures for maintenance and better- 
ments. 

‘** Stock transfer books will be closed from the afternoon of 
16th instant until the morning of May 19.next.” 


following official 


Nashville, Chattanooga & St. Louis.—This company 
makes the following statement for March, ard the nine 
months of its fiscal year from July 1 to March 31: 

March. Nine months. 
Set ee $207,710.07 $1,601,462.71 
EP Te ee 979,025.36 


Gross earnings 
Expenses.... 








$629,437 .35 
3 


Net earnings................... $93 428.48 








40,143.88 533.760 .10 

INE gic inis tec tcbnwaenaat het $53,284.45 $275.677.25 
Improvements Northwestern Div.......$109,854.90 
III Seia as bes sddes cdcesuss sa ves 16.272.75 
Op ee ere er 23,51:3.00 
ER ee Pee 165,878.10 

- —— $15,518.75 

Excess of expenditures .......+.5+-seseress $39,841.50 


The new equipment i~cludes 3 locomotives, 6 passenger 
cars, 127 box and 110 flat cars. 


New Orleans Pacific.—Th2 tracklayers are now at work 
from the Shreveport end of the line, and at latest accounts 
were about seven miles out. Tracklaying has also been be- 
gun from Alexandria. La., towards Shreveport and a con- 
struction train has been put on the track there. 


New York Central & Hudson River.—This company 
publishes the following st:tement of gross earnings for the 
six months ending March 31: 

1889-*1. 


1879-80. Inc, or Dee. P.c. 


Octodber.....5.. 0. $3,095,198.35 $2,898,586.19 I. $196.612.16 6.4 
November.... .. 3,047,540.08  2,801,835.04 I. 245.705.94 8.7 
December....... 2,832,403.10  2,846.216.37 D. — 12,813.27 0.4 
January.... .... 2,404.713.37 2,593,612.75 D. 188,894.38 7.3 
February........ ?,293,462.72  2,317,280.80 D. —23.768.08 1.0 
ee 2,668,250.31L 2,854,834.73 D. 186,584.42 6.5 














Six months. ...$16,342,568.83 $16,312,315.88 I. $30,252.95 0.2 


The company stopped issuing montbly statements after 
November, sinca which time a decrease in earnings has been 
suspected. The half-year, however, shows substantiallv no 
change from last year. For the last quarter of 1880 there 
was an increase of $429,504.83, or 5 per cent.; for the first 
quarter of 1881 there was a decrease of $399,251.88, also 
about 5 per cent. 

The Buffalo Commercia! Advertiser says: ‘Mr. N. H. 
Decker has been awarded the contract for laying the two 
new tracks on the New York Central between Buffalo and 
Rochester, and will commence operations on Monday next. 
The work will be begun at Batavia, from which it will be 
carried on in both directions with great energy. There is a 
third track for various distances along the line between 
Buffalo and Rochester, and the actual new track to be laid 
will be 95 miles. To do this will require a great amount of 
work, including 150,000 yards of excavation, 200,000 yards 
of ballasting, and the construction of 20.000 yards of ma- 
sonry. Por tbe completion of the work 9,500 tons of steel 
rails will be required, which have been purchased in London 
and shipped several days ago. Mr. Decker will put abcut 
500 men to work next Monday. Soon after he will add an- 
other haif-thousand, as soon as the iron and tools arrive. 
The work will cost the company from $250,C00 to $300,000. 
The contract calls for the completion of the work by Aug. 15 
next.” 


New York, Lake Erie & Western.—The contract 
for the new shops at Hornelisville, N. Y., has been let to C. 
Berrick & Co., who are to begin work at once. The build- 
ings are to be of brick and include the following: Mechine 
anderecting shop, 470 by 110 ft.; engine-house, 315 ft. di- 
ameter witn 44 stalls; transfer table, 520 by 50 ft.; boiler 
shop, 155 by 80; blacksmith shop, 155 b7 70: shop for light 
repairs, 100 by 64; teol roém, 70 by 54; boiler room, 50 by 
36; stationary engine-house; chimney, 80 ft. hi coal 
shed, 100 by 15; wash-house, 30 by 16; coal shed,“130 by 
15; store room and offices, 120 by 60; oil house, 50 by 30: 
dispatcher’s otfice, 3) by 20. 


New York Railroad Commission.—The bill to create 
a railroad commission with general supervisory powers 
passed the New York Assembly on April 20 by a vote of 74 
to 38. It now goes to the Senate, which is believed to have 
a majority not friendly to the measure, 


New York, West Shore & Buffalo.—Contracts have 
been let tor the grading from Schenectady, N. Y., to and 
through the gorge at Little Fells. Contracts from Little 
Falls to Oneida are to be let very soon. 


Norfolk & Western.—Of this new company, successor 
to the Atlantic, Mississippi & Ohio, the Philadelphia North 
American says: ** As already announcee, the new company 
isto have $3,000,000 of common and $15,000,000 of preferred 
stock; of the latter amount Mr. Clarence H. Clark retains 
$1,500,000 of stock himself. The remaining 135.000 shares, 
of par value of $100 each, were offered to subscribers by the 
firm of E. W. Clark & Co. at $35a shere. So prompt and 
successful were this firmin placing the new issue, that in 
three days after the subscription books were opened, the 
whole 125,000 shares were taken, and now the stock is being 
sold at $48 a share in this city and Baltimore, and before a 
great while it is the expectation that it wiil be extensively 
dealt in at New York, Londonand Amsterdam. About 70,000 
shares; were taken in Pailadelpbia, and 65,00) in New 
York and Baltimore, the latter partly through the firm’s 
New York agency, Clark, Post & Martin. The: common 
stock, representing 33,000,000, will, it is thought, be more 
than enough to settle with the old stockholders of the Atlan- 
tie, Mississippi & Ohio, and the unsecured creditors thereof, 
to their complete satisfaction. The preferred stock will be 
entitled to dividends to the extent of 6 per cent. The Nor- 
folk & Western’s bonded debt, as already stated, will be 
$11,000,000 in 6 per cent. general mortgage gold bonds. Of 
these the Fidelity Trust Company of this city, trustee under 
the mortgage, will retain $5,137,009 to be applied to the re- 
tirement of the divisional securities; $509,000 worth will be 
retained in the Norfolk & We:tern’s treasury for future 
disposition, and the remaining $5,363,000 have been 
sold to a syndicate of bankers at 95 and in- 
terest: $627,000 worth of the bonds, he!d by 
the Fidelity, have been taken by the same syndicate to pro- 
vide for the divisional bonds now subject to call. There are 
$605,584 of divisional securities soon to be retired, and the 
balance of $31,416 will be required to pay the divisional in- 
terest accrued to Feb. 10. The purchase of the road, $8 _605,- 
000; the amount due the state of Virginia, $500,000: court 
charges and contingent expenses, $350,000; the $637,000 
mentioned for divisional securities, and $1,009,000 to be ex- 
pended on improvements, bring the totul estimated pay- 
meats up to $11,092,000, subject to slight changes depen- 
dent on the unfivished estimates of divisional interest due. 
Mr. Clark arranged some weeks ago for the purchase and 
extinction of the $4,000,000 second mortgage: held by the 
State of Virginia. The firm’s estimate of the provision to 
meet the payments makes the amount therefor $11,102,000, 
and from indications so far it is believed that there will be a 
considerable surplus,”’ 


North Carolina Midland.—At a meeting held in Bal- 
timore, April 16, the directors of the Virginia Midland Com- 
pany decided finally to build this road from Danville, Va., 
across North Carolina bv Leaksville, Madison, Winston, 
Mocksville. Mooresville and Lincolnton to Spartanburg, 8. C., 
the distance being about 185 miles. This line is generally 
parallel and from 20 to 30 miles from the Richmond & Dan- 
ville line to Charlotte; it will not go to Charlotte, but will 
have a connection with that place over the Atlantic, Tennes- 
see & Ohio. A meeting of the North Carolina board will he 
held at Winston, April 26, to complete arrangements for be- 
ginning work. 


Northern Pacific.—Gen. Herman Haupt, the new Gen- 
eral Manager, has issued the following circular to officers and 
employ és of the road: 

“Mr. H. E. Sargent, having pass the. acceptance of his 
resignation, the President and directors of t-e Northern 
Pacific Railroaa Company have appointed the undersigned 





as his successor, 
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‘‘In assuming the duties and responsibilities of General 
Manager, the candid co-operation of all officers and em- 
ployés of the company is desired. . 

‘“It is not proposed to make any changes in the several de- 
pes tments, except such as the efficiency of the service may 

rom time to time require. : 

‘Tbe General Manager will consider it his duty, so far as 
practicable, to promote the comfort and advance the inter- 

st of all classes of employés, to avoid favoritism, and re- 
cognize merit as the only proper claim to promotion. 

‘* When vacancies occur. a preference will be given, other 
things equal, to employés in service of lower grade. 

‘* Vicious habits of any kind, profanity, or the use of alco- 
holic drinks, will be an obstacle to promotion or employment, 
when others who are free from such disqualifications can be 
found. 

‘* The use of stimulants when on duty, even if not taken 
in excess, will be sufficient cause for dismissal, and entire ab- 
stinence is recommended to all. 

“Tt is also recommended that brotherhoods, combinations, 
and unions be avoid:d. Efforts will be made to secure the 
beneficial objects proposed in such organizations, by substi- 
tutes, less liable to be controlled by designing leaders for 
mischievous purposes. 

‘** Loyalty should be the duty of every employé. The in- 
terests of the company must not be sacrifi to advance 
those of the individual. No officer or agent must expect to 
receive pecuniary profit from his position other than his 
regular compensation. The acceptance of presents or com- 
missions for performance of any official service will not be 
permitted, and no interest in contracts or transportation. the 
profits of which can be effected by use or abuse of official 
position, will be tolerated. 

‘* The General Manager considers it proper that his posi- 
tion and his policy should be unmistakably defined. He ex- 
pects to be the friend of every man who does his duty, and 
will seek to do justice to all with strict impartiality. 

‘* That the anticipations of a brilliant future for the North- 
ern Pacific Railroad may be fully realized, the management 
must rely upon the fidelity of subordinates, and that the re- 
lations now assumed may prove pleasant and mutually ad- 
vantageous, is my earnest desire.” 

In the second suit to enjoin the issue of common stock, be- 
gun by C. F. Woerishoffer, a petition has been filed to re- 
move the case to the United States Circuit Court. 


Oglethorpe Branch.—Surveys are being made fora 
branch road about 20 miles long from Crawford, Ga., on the 
Georgia Railroad, northward to the Glades in Oglethorpe 
County. 


Pensacola & Atlantic.—This company has been formed 
to build a railroad from Pensacola, Fla., eastward to the 
Chattahoochie River, to connect with the Jacksonvilie, Pen- 
sacola & Mobile. The organization is controlled by the 
Louisville & Nashville Company. 


Philadelphia & Reading.—The United States Circuit 
Court has declined making any decision between the old 
board and the Bond board of directors, holding that question 
outside of the case before 1t. The Court, however, holds that 
the new or Bond board is entitled to recognition, having been 
declared elected by a court of competent jurisdiction, and di- 
rects the Receivers to supply a proper and convenient room 
in the company’s office building, where the new board may 
meet and transact business. The old, board will also be al- 
lowed to retain its rooms, so that both boards will have a 
place until the matter is finally decided. Of course the active 
management remains with the Receivers in any case. Coun- 
sel for the Bond board say they are satisfied with this de- 
cision. 

President (or Ex-Presigent, as the case may be) Gowen 
anuounces that he wili make an address and revort to the 
stockholders at the Academy of Music, in Philadelphia, on 
the evening of April 23. 

Argument on the legality of the deferred bond issue was 
begun before the United States Circuit Court in Philadelphia, 
April 20. Council for the company asked fora postpone- 
ment, which was not granted. The hearing will probably 
continue for several days. 


Pittsburgh Southern, of West Virginia.—This com- 
pany was organized at Wheeling, W. Va., April 15, when a 
large part of the capital stock was subscribed. The pro- 
jected line is from the Pennsylvania state line in Mononga- 
ia County southward to a point on the Chesapeake & Ohio 
not yet determined. It isto be an extension of the Pitts- 
burgh Southern road. 


Pullman Palace Car Co.—Notice is given that the 
option of subscribing at par for the $2,018,900 new stock 
lately authorized is extended to all stockhoiders of record on 
April 2, at which date the transfer books were closed. The 
option must be exercised and payments made between May 
8 and 12 next, and all subscriptions not paid for on or before 
May 12 will be forfeited to the company. Subscriptions 
will be received by the Farmers’ Loan & Trust Company, 
New York; the New England Trust Company, Boston, and 
at the company’s office, Chicago. 


St. Louis & San Francisco.—This company has con- 
tracted for the rails for its new Scuthwestern Branch to 
Dallas, Tex. Work on this branch is being pushed south- 
werd from the present terminus at Seligman, Mo., and the 
contractors hope to reach Fayetteville, Ark., next month. 

Land Commissioner Coffin has sold 138,000 acres in one 
tract, in Berry County, Mo., to the Missouri Land Company. 
a Scotch organizacion, which will put a colony on the tract 

This company gives notice that it will pay par and ac- 
crued interest for all outstanding Atlantic & Pacific land 
debentures, for the purpose of canceling the same. The bal- 
ance outstanding has been reduced by previous drawings 
to about $100,000, all of which, it is expected, will be bought 
in or called for redemption by Nov. 1 next. 


Stockton & Amador.—This company has been organ 
ized at Stockton, Cal., to build a narrow-gauge road from 
that place to Jackson Valley in Amador County. 


Syracuse, Chenango & New York.—The parties 
who opposed the sale of this road to the Buston, Hoosac Tun- 
nel & Western Company have procured an order from the 
Supreme Court directing the Receiver to sell the voad at 
public sale. Application will probably be made to set aside 
ths order of sale. 


Texas & Pacific.—Track on the extension of this road 
is now laid to Colorado City, Tex., on the Colorado River, 
and trains will run through to that place this week. The 
new terminus is 2) miles west of Sweetwater, the last point 
noted, and 263 miles from Dallas. 


Vernon, Greensburg & Rushville.—The track of this 
road is now completed to North Vernon, Ind., 25 miles from 
Greensburg. Freight trains will begin to run this week, and 
a regular passenger train will soon be put on. The new road 
will be worked in connection with the Cincinnati, Indian- 
apolis, St. Louis & Chicago. 


Virginia, Kentucky & Ohio.—This company has been 
lately organized to build a railroad from a junction with the 
Richmond & Allegheny in Botetourt County, Va., through 
the extreme southwestern section of Virginia to the Ken- 


tucky line. It has asked the _ 
scribe $300,000 in money and 150, acres of land. 


Wabash, St. Louis & Pacific.—This comipany an- 
nounces that for the pu of encouraging round-trip 
travel between stations rates will be given to parties desir- 
ing to goto any station within 100 miles and return in 
two days, as follows: For parties of from 10 to 14 persons, 
15 per cent. from double the regular single-trip rate; 15 to 
19 persons, 20 per cent. reduction; 20,or more p2rsons. 
25 per cent. reduction. This is intended to encourage short 
excursions by societies, such as Masonic and similar bodies, 
to neighboring places, and the formation of small parties to 
attend fuverals, fairs, etc. The company is trying the policy 
of developing the local passenger business. 


along the -_ to sub- 
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The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 


Page. 
Boston, Hoosac Tun, & West.. 22 
Boston & Lowell 27 





Maine Central.........-.c.05 «++ 
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Cincinnati Southern 59 N.Y State R’roads.23, 44,6), 106, } 
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Consoiidation Coal Co Northern Central... 
Dayton & Union ......ceececeeee 4+ Ohio & Mississippi.... ......... 
DERRWTORO, «000000000000 24.00 eS 2. eH eee 
Del. & Hudson Leased Lines.... 44 Pennsylvania & New York..... 44 
Delaware & Hudson Canal 105 Pennsylvania Railroad.. 133 
Del., Lack. & Western. 120 Phila., Wil. « Baltimore ll 
Delaware Western..... Pitts. & Castle Shannon . 120 
Denver & Rio Grande, Pitts. & Lake Erie......... - B 
Eureka & Palisade....... Pitts., Titusville & Buffaio...... 27 
Fitchburg............. 12 Port Royal & Augusta......... 195 
Gal., Har. & San Antonio Prince Edward Isiand.......... 92 
Gulf, Col. & Santa Fe...... eles Richmond & Danville...... ... 60 
Hannibal & St. Joseph.........163 Rome, W’town, & Ogdensburg. 44 
Minois Central.... _..... St. Louis, [ron Mt. & Southern. 120 
ndiana, Bloom. & West 12 
“~~ | SR ee ndy River 76 
Jeff., Madison & Indianapoli South Carolina. 
Kentucky Central Troy & ton . 
Knox & Lincoln Union Pacific..... 
Lehigh Coal & Nav. Co..... Utah Southern 
Lehigh Valley.............+ 44 Utica & Black River............ 105 
SE SEE i csncdccescesence 43 Wabash, St. L. & Pac..27, 164, 176 
Long Island............ - 7 Worcester & Nashua............. 76 





. . ‘ 
Louisville, New Albany & Chi, 104 





Atchison, Topeka & Santa Fe. 


This company’s report gives fhe following asthe mileage 
at the close of the last fiscal vear, Dec. 31, 1880, including 
some then unfinished : 


Miles. 
Atchison, Topeka & Santa Fe, Atchison to western boun- 

| RE AS EN TNE ee PREBAS ES 470.58 
Kansas City. yy & Western, Kansas City toTopeka., 66.32 
Pleasant Hill & De Soto, Pleasant Hill to Cedar Junction, 

iA dabdtik :ined<tidane phhediben tuaiih<aeseebenee. we 44.89 
Kansas City, Emporia & Southern, Emporia to south line 

eI cs cncn'sccos rktaeesns* SSehn neous 64.21 
Elk © Chautauqua, south line Greenwood County to 

PGs 626s Eien baihen ct hetncend cdub bie apeetehenaes - 11.84 
Florence, El Dorado & Walnut Valley, Florence to El 

Pitie SIAcdEsnehiekeswensese.  050%0.4060.550'c00 29.32 
Marion & McPherson, Florence to Lyons....... ....... . 78.77 
Marion & McPherson Extension, *Lyons to Ellinwood. 

DE chin irihdena kat ee etsenssteababaness: 2 bnbacne see 20.00 
Wichita & Southwestern, Newton to Wichita........ 27.28 
Cowley, Sumner & Fort Smith, Wichita to Ar 

OT SEES rrr 68.61 

Wellington to Caldwell.............. 23.32 

—- 91.93 
Pueblo & Arkansas Valley : 

Kansas state line to South Pueblo............ ... 148.72 

Pueblo to Coal Banks (Rockvale, Col.)............ 37.01 

La Junta Junction to New Mexico state line...... $6.37 - 

—- 282. 
New Mexico & Southern Pacific : 
Colorado st:.te line to San Marcial, N. M..... .353.97 
EE ae Beds vo hacmeidna: nas esses ccnccemes 18.12 
———— 372.00 
Rio Grande, Mexico & Pacific : 
San Marcial to Deming, N. M. (about)............ 128.00 
*Rincon to Texas boundary (about). . vedios ae 
——- 186.00 
Rio Grande & El Paso: 
*New Mexico.state line to El Paso, Texas............... 19.80 





Total... .. veeee], 765.13 





*In course of construction. 


The mileage actually in operation at the close of the year 
was 1,539.33 miles; average mileage forthe year, 1,871.91 
miles, against 996.95 miles in L879, 

The company also controls the Kansas City, Lawrence & 
Southern Kansas road (including the Kansas City, Burling- 
ame & Santa Fe), 384.48 miles, and owns, jvintly with tbe 
Union Pacific, the Manhattan, Alma & Burlingame, 56.62 
miles, but those lines are worked separately. 

The equipment consists of 157 engines; 69 passenger, 3 
parlor and 33 baggage, mail and express cars; 2,778 box 
and combination, 352 stock, 752 flat, 1,249 coal and 73 
caboose or way cars: kofficers’, 1 pay and 5 service cars. 
There are also 56 narrow-gauge freight cars stijl on hand. 
Of this equipment 18 locomotives, 17 passenger train cars 
and 337 treight cars are owned by the Topeka Equipment 
Company, but 25 percent. has been paid on them. Four 
locomotives and 1,075 freight cars are owned nominally by 
the leased lines. 

The general account, condensed, is as follows: 

Stock $24,891,000.00 
Sinko hudditealatsctetn ona akin bs he edie tik eke einen 15,873,000,00 
Scrip. accrued interest, February dividend, ete.. .. 1,069,595. 17 
Accounts and Falances..................se-esceeee 2.057, 361.74 
PD II. oo voc swiss cccebsensed sues cvsctecs . 5,027, 289.63 
Income account.. ; holmes’ 3,022,410 .08 


EE ee eee a Te eee Te $51,940,656 .62 
Road and equipment............... $26.866,325.72 
Proprietorship in leased lines. ... 18,604, 126.00 
Materials and supplies..... ...... 1,118,488 .93 
Sundry securities....... ......... 619,065 .62 
Sundry accounts and balances... 2.419.570 .30 
Accounts receivable. ........... ; 1,428,008 .67 
Maso -cdbcWs ve lade ebsves 885,071.38 


51,940,656 .62 


Stock was increased by various issues, amounting to $12,- 
256,600 during the year. 

The bonded debt of the Atchison, Topeka & Santa Fe 
proper consists of $480,000 land income 8 per cent. bonds; 
$3,115,500 land grant 7 per cent. bonds; $78,000 construc- 
tion notes, 7 per cent. ; $7,041,000 first-morigage 7 per cent. 
bonds; $242,500 consolidated 7 per cent. bonds; $1,172,000 
general 5 per cent. bonds, and $3,743 sinking fund 5 per 
cent. bonds; total yearly interest charge, $1,017,590; sink- 
ing fund charge, 60,890. There are also $5,509,000 leased 
line bonds guaranteed by the company, the yearly interest 
on which is $385,630. There are $6,321,000 bonds of leased 
lines which are not guarunteed by the company, the interest 
on which is $442,470. The company holds $1,185,000 New 
Mexico & Southern Pacific 7 per cent. bonds and $2,318,800 


Kansas: City, Topeka & Western 6 per cent, bonds in ex- 





The earnings for the year were as follows: 
1880 1879 








‘ , Inc. or Dec. P.c. 
Passengers. ..$1,786,901.41 $1,353,230.62 I. $433,670.79 32.0 
Freight.... .. 6,499,980.79 4,883,434.95 I. 1,615,545.84 23.1 
Mail and ex- 

press....... 63,663.13 138,540.84 I. 125,122.29 90.2 
Miscellaneous 6,430.61 6,236.10 I. 194.51 3.1 
Total....... $8,556,975.94 $6,381442.51 I. $2,175.533.43 34.1 
Expenses .... 4,343,205.40  2,966,965.32 I. 1,376,240.08 49.4 
Net earn...$4,213.770.54 $3,414,477.19 I. $799,293.35 23.4 
Gross earn. 

per mile.... 6,237.27 6,400.96 D. 163.69 2.5 
Net earn. per 

eg 3,071.46 3,424.92 D. 353.46 10.3 
Per cent. of 

CRDS....000 50.75 46.49 I. 4.26 ... 


Expenses include taxes und insurance; deducting these, 
the working expenses in 1880 were 47.90 per cent. of gross 
earnings. The expenses increased in somewhat larger pro- 
portion than the earnings, as was to be expected with so 
much new road. 

Tbe Land Commissioner reports that patents have been 
received for 2,474,225.47 acres and 458,457.58 acres are due. 
Total sales to Dec. 31, 1880 (less cancelled sales). were 
1,016,431.04 acres. During 1880 there were 78,241.06 
acres sold for $390,227.28, an average of $4.9857 per acre. 
The total amount received on land contructs during the \ ear 
was $600,031.05, The bills receivable on hand Dec. 31 were 
$2,288,185.82, of which the amount of $341,006.45 was 
overdue and unpaid. Expenses and taxes paid during the year 
were $272,296.24. The average regular expense of selling 
lands was 82.73 cents per acre; commissions, rebates, etc., 
34.31 cents, making a total of 117.04 cents per acre. All 
expenses of land grant up to Dec. 31, 1879, were #1,462,- 
182.06. 

The traffic for the year was as follows : 

















Train mileage: 80. 1879. Increase. P. c. 
PES bs cscs avacees 1,277,044 792,454 484,590 60.1 
Rea 2,553,238 2,001,666 551,572 27.4 
Service and switching . 1,508,567 571,312 937,255 16.2 

a 5,338,849 3,385.422 1.973.417 58.6 
Passengers east... ........ 184,574 144 59.778 27.4 
Passengers west 196,748 169, 27,243 16.1 

Ses 381,322 314.301 67,021 21.3 
Tons freight east .......... 411,182 305,235 5.947 = #1.9 
Tons freight west. 642,519 145,633 20.3 

Total ... $02,121 151,580 18.9 





Locomotive service cost 17.743 cents per mile. The pro- 
portion of service mileage was increased by the work of 
construction trains on the new road, which amounted to 
426,196 miles. ; 

As we have already noted elsewhere, the line has, since the 
close of the fiscal year, been completed to the Southern 
Pacific at Deming, and is well advanced towards El Paso. 
General Manager Strong gives the following statement of 
new road built during 1880: 


Miles 


M. & McP.—McPherson to Lyons......... 2... « sescsseeees 
C., 3. & F. 8.— Wellington to Caldwell....................06. 
M.,A. & B.—Manhattan to Burlingame ............... ..... 4 
P. & A. V.—Pueblo to Coal Banks........ 

N. M. & 8. P.—Las Vegas to San Marcial 
N.M. & 8S. P.—Lamy to Santa Fe.. : 








WOR iikancacse, secrneseness: sonaass 1600 seseeseaoss eee 

The telegraph line has been kept up with the new lines, 
and the company now has 1,500 miles of telegraph, not 
counting second wires, and 111 offices. 

The General Manager reports 133.2 miles relaid with steel 
rails, 25.6 miles with iron rails and 472,823 new ties used in 
renewals, Two iron bridges have been put in and a number 
of wooden ones renewed. A number of new buildings have 
been erected. There were 40.2 miles of fence built. 

To meet expected requirements of the current year con- 
tracts have been made for 25,000 tons of steel rails, 550,000 
ties, 50 new locomotives, 29 passenger-train cars and 2,540 
freight cars. The board has authorized new round-houses 
at Kansas City, Topeka, Florence, Newton, Dodge City, 
Sargent, La Junta ané Trinidad, and others no-v built to be 
increased in size. Repair shops are ordered in connection 
with the round-houses at these points, with necessary tools 
and machinery. New passenger depots are ordered at 
Lawrence, Emporia and other points: new coal-chutes, 
water-houses, and section-houses at points where they are 
most needed. Beside these expenditures, the board has 
authorized tine erection of a general office building at 
Topeka, which will supply a want long felt. With addi- 
tional rolling stock, and the increased facilities above 
referred to, the road will be in good condition to handle it s 
steadily increasing traffic. 

Expenditures for new construction or betterments on old 
lines and new equipment were: 


i cciasas «bdebiskneieateda coches $1,788.20 
Difference in cost between iron and steel rails....... 166,629 57 
BT ES Kies bb56)5b040s06s0ecaecnenas 120,436.41 


ST ED iiceSonschexions 663 
PS asso a naseneceneeshaons 
a nee: wieae senile 
New equ pment. . 

Rolling stoek.... wisp , ai 
ee oe eee me 
Miscellaneous. . 


16,623.00 
16.135, 16 
117,427.33 
49 an 


wh ime 9 232.35 

. 1,325,760.49 
15.710.81 
31,281.99 

Perr Fe 

‘The past year has been 

We have earned : 

oe ceecees woe $8,956,075.94 
4,343,205.40 


Total..... ere rere 
President Coolidge’s report says : 
a prosperous one for the company. 
OTR sacscegsees cipthe eames eonnnge 
Less operating expenses and taxes abe 
$4,213.770.54 
Fixed charges and interest on funded 
er $1.648, 184.96 
Less balance of miscellaneous inter 
est account and sundry items ad- 
justing income account of previous 
Vears........ y Kpmednee On be ; 103,325,835 
$1,544,859.13 
1,727, 195,00 


Add 7% per cent. in dividends... 
3,272,054.13 
ORs snsenkns consignee ; eos . $943,716.41 
{Interest on the land bonds has not been included, because 
it is paid by the trustees out of the proceeds of the lands, ] 

‘““We have, however, spent. on construction, including 
$1,325,76C.49 for new rolling stock, $1,801,025.21, and, in 
order to provide funds for this and other outlays (largely 
exceeding the balance of the equipment fund raised in 1879), 
necessitated by the vigorous extension of our lines in Kansas 
and New Mexico, the directors issued %2,242,400 of steck to 
their stockholders at par. 

‘* The capital stock was pane increased by the purchase 
or excoange of the capital stock of various connecting roads. 
Moreover, holders of 33,257,500 consolidated mortgage 
bonds availed themselves of the option to convert them into 
—, This has of course reduced our bonded debt to that 
extent. 

“A conservative policy has so strengthened our credit 
that our 5 per cent. bonds, at the closing of our ac- 
counts, were selling at par. We issued $1,185,000 5s to 





change for which it has issued its own 5 per cent. bonds, 


complete the construction of the New Mexico & Southern 
Pacific Railroad, and also $3,743,000 5 per cent, bonds to 














aden. 
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ansas City, Lawrence & Southern Kansas Railroad. This | 
road, which, with its brancbes is about 365.13 miles long, in- | 
cluding 23 86 miles of side track, runs from Lawrence to | 
Coffeyville, and, turning west from Cherryvale, con inues | 
through Winfield and ellington to Harper. » 8 | 

‘* Beside this, we have increased our mileage about 400 | 
miles, and we shall have reached, before the annual meet- 
ing, the Southern Pacific Railroad at Deming, 128 miles fur- 
ther. From this connection we expect a large business from 
California and the mining districts of Arizona. 


“The Atlantic & Pacific Railroad, of whicb we own one- | © 


half the stock, has been — 100 miles west from Albu- 
querque, and will undoubted!y open up during this year the 
northern counties of Arizona. As yet we have, of course, 
received no business from this line. | 

“The partial failure of the wheat crop affected the sales of | 
our lands during the past year ; but, as experience in Kan- 
sas shows that the crops become more certain with the in- 
crease of cultivation, a renewal of confidence will soon cause 
a stronger demand for our property. 

‘Tn conclusion, I believe the prospects for the future are 
good, and that we may hope for better crops and increased 
receipts, both from Kansas and from the large mining dis- 
_— which are-being rapidly opened in Colorado and New | 

exico. 





| 
| 
Central, of New Jersey. | 
The only report made public by the Receiver of this road 
is the statement required by law to be made to the Com 
troller of New Jersey, which is brief and unsatisfactory in 
form. It also covers only the lines in New Jersey, excluding 
the leased lines in Pennsylvania. These New Jersey lines 
are 180 miles, of which 73.40 miles are main line, 56.95 
miles brancbes owned and 49.65 miles branches leased. The 
earnings given are for the year 1880. 
The capital account, as compared with the statement made 
for 1879, is as follows: 








1880. 1879. 
I ois icscics. .coberiaccqcee aaanee $18,563,200 18,563,200 
BONGO GOW. ...2.52 coos scene -s++. 937,004,400 3 2,766,600 
Current accounts, accrued inter- 
CE Me ie itaa pies beccen se swale 1,084,056 | 
Bonds and mortgages............. 164,463 6,341,209 
Floating debt, less cash asse s.... 658,235 
DS sansteae utaneraceeus $57,474,354 $57,671,009 
Road and branches.... .. .... ... 13,837,181 13,836,8C3 
Terminal stations, other stations, : 
oe en on, OPORTO TER 3,192,571 3,192,571 
Mo ionts, cone tieeasedecus 3,600,000 3,150,000 
IE aka nica exc casisaeiwene $20,629,752 $20,179,374 
Excess of liabilities................ $36,844,602 $37,491,635 


This excess of liabilities represents investments in ieased 
lines, coal companies, etc., and losses on past business. 

The floating liabilities, as reported, decreased $4,434,455 
during the year, and the bonded debt increased $4,237,800. 
Stock is unchanged. 











The detailed statement of bonded debt is as follows: 
First-mortgage bonds, due 1890....................... $5,000,000 
Consolidated bonds, due 1899..... ............0. 20000 15,000,000 
Consolidated bends, due 1902.................... 0002 eee 4,400,000 
Newark & New York bonds, due 1887.................. 609, 
Adjustment mortgage bonds, due 1903................. 5,454,000 
ROOOMNG IIE, GID BIE nc ccisiccscccsisssccscceceeess 2,400,000 
Lehigh Coal & Nav. Co. equipment loan assumed..... 2,310,000 
Car Trust of Philadelphia..................... $224,400 
New Jersey Car Trust...................0.008 706,000 
Central N. J. Car Trust............000. . .-.. 910,000 1,840,400 

ME ss Siem enlienne gh anton cadalnecsind,. «505m, eaeeune $37,004,400 


This debt is about $284,650 per mile owned and requires 
net earnings of over $17,000 per mile to carry it. The stock 
is $142,794 per mile owned. 

The earnings for the year were as follows : 














1880 1879. Increase. P.c. 

POGUONGOES = irsescsccsenccd 1,771,281 $1,542,556 $228,725 14.8 

General freight............ 1,431,38: 1,261,785 169.603 13.5 

COGN Sencekh coe tes hunewacua 1,930,453 1,348,053 582,400 43.2 
pe” See eee 173,848 164,824 9,024 5.5} 
eee reo $5,306,970 $4,317,218 $989,652 22.9 | 
Expenses.....-..0s.-.--0-. 3,161,748 2,945,638 216,110 7.3 | 
Net earnings ........ $2,145,222 $1,371.580 $773,642 56.4! 
Gross earn. per mile....... 29,483 23,985 5,498 22.9 | 

Net ss oe Rasebes 11,918 7,620 | 4,298 56.4 
Per cent of expenses....... 59.58 ME rivvcuscese, (veel 


The increase in coal earnings was proportionately very 
much greater than in those from other sources, as was to be 
expected. The coal traffic was greater and the rates gener- 
ally much better than in 1879. 

he earnings of the 204 miles of road in Pennsylvania 
leased from the Lehigh Coal and Navigation Company have 
been reported by the lessor at $3,414,045 for 1880. The 
Receiver states the total gross earnings for the year at 
$9,095,300, showing receipts of $374,285 in addition. 


Cape Fear & Yadkin Valley. 


This company’s road extends from Fayettevil'e, N. C., on) 
the Cape Fear River, northwest to Gulf, 47 miles. The fol- | 
lowing statements were presented at the recent annual meet- | 

for the year ending Feb. 28. 


in 
The earnings for the year were as follows: | 














1889-81. 1879-80. Ine. or Dee. P. c. | 

Gross earnings......... $32,550 $32,223 I. $327 1.0 | 

BRONIIBS 6.6.5 50:56 s0d000 29,115 27,443 I, 1,672 6.1} 

eer armamanaeaent ee aaa | 

Net earnings..... $3,435 $4,780 D. $1,345 =. 28.1 | 

Gross earnixgs per mile 693 686 z 7 1.0} 

Net > * a 73 102 D. 29 28.1} 
Per cent. ofexpenses.. 89.45 85.17 I 4.28 


ve | 
Expenses were increased by thorough repairs to the equip- | 
ment and by the severe winter, causing greater expense for | 
maintenance of way. } 

An extension from Gulf to Greensboro and beyond is in | 
progress, and the President's report states that during the | 
past year 39 miles of road-bed has been graded and made | 
ready for thesuperstructure, so that now the entire distance | 
from the Gulf to Greensboro, and 18 miles beyond the latter | 
town, is graded. All this work has been done. notwithstanding | 
the severity of the past winter and the withdrawal of more | 
than one-half of his force of convicts about Nov. 1. The state’s | 
appropriation for support of convicts had been exhausted on 
Sept. 1, and since that time they have been wholly maintained, | 
clothed and guarded at the company’s expense. The total | 
number of convicts now empluyedjs 113. The board ot direct- 
ors had decided to adhere to the gauge of 4 ft. 8'¢ in., after | 
maturely considering the respective merits of broad and nar- | 
row-gauge roads, their cost of construction, capacity for | 
transportation, adaptation to the country, its present and 
future connections, ete. A contract has been made with the 
Western Union Telegraph Company for the erection of a_ 
telegraphic line all along the route of the road. The poles | 
have been cut and will at once be placed between Fayette- 
ville and the Gulf, and from this point the telegraph line 
= be constructed as rapidly as the track is laid on the 
road. 


perchese, through one of our leased lines, the stock of the 


| May 16, 1880, 


Cairo & St. Louis. 


This road (of 3 ft. gauge) extends from Cairo, Ill., to East 
Carondelet, 146.5 miles, and its trains use the East St. Louis 
& Carondelet road to East St. Louis, 5 miles. Mr. H. W. 
Smithers, Receiver, makes the following statement for the 
year 1880: 

The earnings for the year were as follows: 











1880. 1879. Increase. P.c. 
Passage. . ...... $77,373 $65,353 $12,020 18 4 
Freight.... ...... 171,651 148,276 23.375 15.8 
_ eer rs 147,200 40,797 106,403 260.8 
PEO ics wceais 17,462 16,432 1,030 6.3 
ee $413,686 $270,858 $142,828 §2.7 
Expenses........ 329,621 221,941 107,680 48.5 
Net earnings... $84,065 $48,917 $35,148 71.9 
| Other expendi- 
ee es 54,605 31,554 23,051 73.0 
_ Balance........ $29,460 $17,363 $12,097 69.5 
Gross earn. per 
Saas 2,824 1,849 975 52.7 
Net earn. per 
RS 571 334 237 71.9 
Per cent. of ex’ps. 79.68 | ae eee 


Other expenditures in 1880 included $20,097 for extra- 
ordinary expenses ; $11,402 for construction and equipment ; 
$6,851 for taxes, and $16,255 on account of the Cairo & St. 
Louis Company. 

The general business showed a fair gain, but the great in- 
crease in earnings was due chiefly to the remarkable gain in 
coal traffic. The expenses are still large, but increased in a 
somewhat smaller ratio than the earnings. 


Midland, of New Jersey. 


This company owns a line from Marion Junction, N. J., to 
the New York state line at Unionville, 71 miles, and it leases 
the Middletown, Unionville & Water Gap road, from 
Unionville to Middletown, 14 miles. Its trains use the Penn- 
sylvania Railroad track from Marion Junction to Jersey City, 
214 miles. The present company bought the road at fore- 
closure sale (for $2,500,000) and is successor to the New 
Jersey Midland. The report is for 714 months from May 16 
ong the transfer of the property was made) to Dec. 31, 

), 

The equipment is 17 locomotives; 16 passenger, 7 combi- 
nation and 3 mail and baggage cars; 10 milk, 44 box, 2 
stock, 15 lime, 71 gondola, 42 flat, 55 ore and 5 caboose cars; 
1 flanger, | derrick, 1 tool and 10 gravel cars; 1 steam 
shovel. 

The general account is as follows: 

Stock ($83,008 ner mils)... 2.2. .sccasacsaiccseccwnse 
Bonds ($113,160 per mile) 
Bills payable 
Assessment accounts... ........ 
ee ee ee ee 


$2,349,194.00 
8,034,343 .85 
58,133.61 
197,287.96 
452,005.76 








Total see. +- $11,090 965.18 
Property accounts ($140,617 per mile).$9,98: 
Stock and bends owned. ............. 5 
Current accounts....... on 530,172 
rae 56,45 
Cash.... E 


— 11,090,955.18 

The capital account is very large, the object having been, 
apparently, to keep alive all the securities issued by the old 
company. 

The earnings, etc., for the 714 months were as follows: 
rd aod cc cndnds Sones oReRAMNGES AdEKE Dae Seee $98,183 .7: 
MINE TU 5.60. <eee swacoasdcus wuence . 286,184.7u 
Mail, express, etc......... ... 16,593.23 


WE CR EUs OA MRI i vos iuxncnscesceusrescreced $400,961 71 
Working and terminal expenses (#6,02 per cent.)... .. 264,752.65 




















Net earnings ($1,602 per mile).... .............. $136,209.06 
COROT So indi ceecs Gicateneadivesede $14,159.93 
J ee 2 AS eer ere 24,492.78 
Equipment and part cost steel rails....... 53,582.67 
RR UE WON CMMI io cccccacconccciceseas« 3,583.51 

een SD 95,818.89 

NE 5. cg gate eaeetakecsen ueekeeeneoeces $40,390.17 


The company has bought from the New York, Ontario & 
Western the depot and half a mile of track in Middletown, 
securing its terminal facilities there. 

The report says: ‘‘This company was organized March, 
24, 1880, but did not take possession of its property until 
* * There had been deposited in the 
Central Trust Company of New York, under the control of 
the Bondtolders’ Committee, $2,948,500 of the _first- 
mortgage bonds of the New Jersey Midland Railway Com- 
oo These bonds were used as part payment for the 
road. 

**The title of the New Jersey Midland Railway Company 
to about 4'¢ miles of the road, extending from West End 
northward, was disputed by the udson Connecting 
Railway Company. The latter company was made defend- 
ant in the foreclosure proceedings, and their claim was dis- 
allowed. All of the bonds of the Hudson Connecting Rail- 


| wa¥Y Company, and all but sixty shares of its stock, are now 


the iy oe of this company. * * 

‘* In Jersey City, this company is still forced to depend 
upon the Pennsylvania Railroad. The terminal charges are 
very large, and are considered excessive, but the facilities 
are so good that it has been deemed inadvisable to make any 
change. 

‘* This company has obtained the privilege of using the 
tunnel now in process of construction through the Bergen 
Hill, if it shallseem desirable so to do, upon payment of a 
proportion of the interest upon the cost of the tunnel, based 
upon the amount of freight and passengers actually using the 
tunnel and terminal property.” 

Under the scheme of reorganization there had been issued 
up to January 1, 1881: 

First mortgage bonds in exchange for principal of old 
first-mortgage bonds............ ....s00 ae . $2,937,600 
Stock in exchange for accrued interest upon first-mort- 


gage Donds........... Sivbanieneeas <. cheeh bees ete 2,349,194 
Income bonds, class A, in exchange for principa! and 

interest of second-mortgage bonds........ ........... 1,904,490 
Income bonds, class A, in exchange for third-mortgage ~as 

MOE: GG, OUR NO sc iccactac as gsacasinacucagees 694,442 
Income bonds, class B, in exchange for third-mortgage 

Ne I I OND. 5 5.5.55 2 oss 5kae ba tewiseokies 1,417,322 
Scrip No. 1, in exchange for third-mortgage bonds, 

ee re ee ee eee eee 1,015,769 
Scrip No. 2, in exchange for stock.... ............00008 64,720 


The sum of $197,287 has been received on account of 
assessments. This amount was received as follows: 


Deficiency in first-mortgage bond coupons.............. $337 
Ee gn ctu iackduk  Jaem bkeens eae 67,456 
EE SEI nso bacon denmestamchAnnincs vasbinns 106.789 
EG soe Gcseitsas Aer Shtbecatd ce Ghelseue bes 22,705 

$197,287 


There was due January 1, 1881, on account of assess- 
ments, the sum of $29,466, which has since been collected. 

In addition to the sum of $123,500 which was paid to the 
Master in Chancery who conducted the sale of the road, 
used by the Master to pay off claims declared by the Court 
of Chancery to be first liens upon the road, this company 





has been forced to pay the amount of $131,904 in settlement 
of indebtedness incurred by the Receivers. Considerable 
payments have been necessary for right of way, although 
many such’ claims had been settled during the receivership. 





Charlotte, Columbia & Augusta. 


This company owns a line from Charlotte, N. C., south to 
Columbia, 8. C., and thence southwest to Augusta, Ga., 191 
miles. The length of the line was fixed last year by a care- 
ful —————— The report is for the year ending Sept. 
30, 1880. 

The equipment consists of 21 locomotives; 8 passenger, 2 
vr ey 8 second class and baggage and 3 mail and express 
cars; 144 box, 9 stock and 49 flat cars; 1 pay and 9 
caboose and shanty cars. 

The general account is as follows : 
ee OO MIDs oncic cs cactvcccctdcoccesicvee 
IS Ce EE I inccccs ivcsccsvescaccnccses 
Bills, accounts and balances payable 
Profit and loss 


$2,578,000.00 
2,697,971.48 
180,731.21 
99. 59 


Rb ic chhaheke temminaakeetensssackesmee sean $5,556,095 .28 

Road and equipment ($26,871 per 

MN rakanntsceecesons epee tine soceeee $5.132,314.92 
DA SS | sdocenaetes sess : 61,334.59 
Stocks and bonds owned ....... .... 299,895 .30 
GIS oa cho ons sank Redan: a sseens 26,824.18 
Accounts and balances............. 19,981.61 
Rie ieektmeernaase ais! wi sedweponts 15,744 


5,556,095.28 
The company holds $97,200 of its own stock and $192,500 
of its bonds. The bonded debt was reduced $3,000 during 
the year by old bonds presented and paid. 
The earnings of the year were as follows: 





1879-80. 1878-79. Inc. or Dec. P.c 
Passage.......... $152,623.25 $132,521.03 I. $20,102,22 15.1 
are 359,366.43 298,473.60 I. 60,892.83 20.4 
Mails, etc......... 29, 126.68 47,496.98 D. 18,370.30 38.7 
Total.......$541.116.36 $478,491.61 I. $62,624.75 13.1 
Expenses......... 356,549.43 245,822.17 I. 110,727.26 45.0 
Net earnings.$184,566.93 $232,66944 D. $48,102.51 20.7 
Gross earn. per 
_ ae 2,833.07 2,505.19 I. 327.88 13.1 
Net earnings per 
aaa 966.32 1,218.16 D. 251.84 20.7 
Per cent. of ex- 
penses,......... 65.88 51.37 I. 14.51 2.00 


The increase is expenses was due to large renewals and im- 
provements of property and to increase in train movement 
made necessary by the growth of traffic. Atthe same time 
freight rates decreased materially, causing an increase in the 
ratio of expenses. 

The income and profit and loss accounts were as follows: 
DE PRE BO MONG io.ia «0 5.ass ciccdes cscs ceussees. nee $184,566.93 
Interest on all debt 191,023.79 


Deficit for the Noord ota ma haus wa euaiedeca Seemeee $6,456.86 
Judgment paid Carolina Central Co...............-.45: 632.65 
MG acd anvssGsuanaw 640 40nseneseuedaakenwes 7,089.51 
Profit and loss, Sept. 30, 1879...... ....... $105,121.89 
Collected on old accounts.... .........-.4. 1,360.2 
——— 106,482.10 
Dba, Beh: Di, Bias ainda vcrcasntasvecduasa $99,392.59 


For the previous year there was.a balance of $40,526.88 
over the interest charges. The difference is represented by 
the improved condition of the property; $103,584.44 were 
expended in repairs and renewals over the amount on those 
accounts in the preceding year. 

The traffic for the year was as follows: 








Train miles: 1879-80. 1878-79. Increase. P.c. 
PRMRONBOP. 60.0.0.2055  secece 240,232 217,107 23,125 10.6 
Freight...........+:.--2+00+ 187,217 149,418 37,799 25.3 
Service and switching..... 55,228 51,336 3,892 7.3 

eee 482,677 417,861 64,816 15.5 
Gar miles: 
Pass. train cars............ 904,649 904,228  , aaerre 
Wreight Oars... ......0...5.. 2,168,725 1,805,471 363,254 20.0 
ServicS CALB..... oo.c.ssee- 130,673 93,711 36,962 39.3 
Passengers carried........ 76,75 62,384 14,415 23.2 
Passenger miles........... 3,789,663 3,249,511 540,152 16.6 
TOMS CZPFESB..........265. 74 857 yf 
Express ton miles...... ... 110,342 99,799 10,543 10.6 
Tens freight carried....... 131,298 96,476 34,822 36.1 
BOE TIE, oc 5 o5ccss.scveces 10,256,105 7.559,703 2,696,402 35.7 

Av. train load: ¥ 
Passengers, No...........- 15.8 15.0 08 5.3 
Freight, tons... .. ....... 54.8 50.6 42 8.3 

The cotton carried was 112,927 bales, an increase of 12,- 


781 bales, or 12.7 per cent. over the previous year. 

The increase in freight business was largely in through 
freight. Of the ton-miles last year 55.9 per cent. were of 
south-bound, and 44.1 per cent. of north-bound business. 

The average rate per ton per mile showed a decrease of 
0.55 cent from 1879. The average rate per passenger per 
mile was: Through, 3.067 cents; local, 4.706; commuters, 
8.055; average, 3.965 cents, a decrease of 0.112 cent from 
the previous year. 

The train mileage was increased by the running of a sec- 
ond through passenger train and by the increased tonnage 
of freight. 

Of the freight car mileage 20 per cent. was of empty cars. 
The average freight train was 11.6 cars: passenger train, 
8.8 cars, both a small decrease from the previous year. 
Foreign freight cars ran 1,319,556 miles on this road, while 
the company’s cars made 1,505,569 tons on foreign roads. 
The average freight car load was 5.91 tons. 

The gross tonnage of all classes of trains was as follows: 

Passenger. Freight. Service. Switching. 


Mile-tons by en- 
Rn ks. sxe. 6% 6,669,280 8,799,199 736,972 1,253,867 
20,496,180 881,567 909,240 


- 18,130,968 
29,295,379 1,618,539 2,253,107 
10,256,105 671,412 439,141 





27,740,248 


478,433 


Tota’ 
Mile-tens of load ... 





Total, trains and 
Kiva kawn were 28,218,681 39,551,484 2,289,951 2,692,248 


ef load to 
ia 25.9 29.3 16.3 


The freight traffic was equivalent to 851, tons carried each 
way daily (except Sundays) over the whole length of the 
road. 

The Superintendent reports much work done on the 
bridges and trestles, which are now generally in good con- 
dition. There were'put in the track 1,000 tons steel rails, 
101 tons new iron rails and 682 tons rerolled iron rails; 
67,084 new ties. Much ditching was done and 14/ miles of 
track ballasted. Permanent culverts are needed to replace 
wooden structures on part of the road. A new erecting 
shop at Columbia is much needed. 

One smalllocomotive was broken up during the year. Two 
new engines and some new freight cars are much needed. 
Two passenger cars were built during the year. : 

Agricultural production along the line is increasing, and 
the growing prosperity of the people is shown by the in- 
crease in the tonnage of merchandise to local points. The 
growth local traffic is steady and continuous. 











